


XUM 


Vay 17, 1940 


ST) 


A Journal of Management, Engineering and Operation 
INCORPORATING 


Railway Engineer - TRANSPORT - The Railway Rews 


Herapath's 
Railway 
Journal 
ESTABLISHED 1835 


Ghe Railway Times 
FRAILWAYS, . 


ILLUSTRATED 


* RAILWAY RECORD. 
e Rus OPH Gye 


PUBLISHED EvERY FRIDAY 


AT 
33, TOTHILL STREET, WESTMINSTER, LONDON, S.W.1 


Telegraphic Address: ‘‘ TRAZETTE PARL., Lonpon ” 


Telephone No. : WuHiTEHALt 9233 (6 lines) 

Annual subscription payable in advance and postage free 
British Isles and Abroad ............ ee Cre Tae £2 5s. Od. 
Single Copies .. ee ey ee Selbaedaree One Shilling 
Registered at the General Post Office, London, as a Newspaper 








VoL. 72 No. 20 Fripay, May 17, 1940 








CONTENTS 


PAGE 
Iditorials a om oe wr aa ra 693 
Publications Received : me x sia - 698 
The Scrap Heap = = a a s a 698 
Overseas Railway Affairs ; a is : 699 
Signalling in Norway = we i > a 701 
Recent Developments in the Heat Treatment of Rails 703 
Demolition of the Weesperpoort Stition at Amsterdam 707 
Brighton Railway Centenary ae a me ng 708 
Railway News Section os , a 711 

Personal .. rae ‘ta , ; : ‘ 711 
[ransport Services and the War 714 
Railway Stock Market .. ii a Ba 724 


THE RAILWAY 













DISPATCH OF “THE RAILWAY GAZETTE” 
OVERSEAS 


We would remind our readers that there are many 
erseas countries to which it is not permissible for private 
ndividuals to send printed journals and newspapers. THE 
RAILWAY GAZETTE possesses the necessary permit and 
nachinery for such dispatch, and any reader desirous of 
wranging for copies to be delivered to an agent or corre- 
pondent overseas should place the order with us together 
ith the necessary delivery instructions. 

We would emphasise that copies addressed to places in 
Great Britain should not be re-directed to places overseas, 
1s they are stopped under the provisions of Statutory 
Rules & Orders, 1940, No. 629 
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Our office hours until further notice are :— 
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With the object of conserving paper by avoiding the 
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f all concerned to place a regular order for THE RAILWAY 
GAZETTE either with their newsagent or direct with the 
Publisher 
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Thirteenth Minister in Twenty-one Years 


HE new Minister of Transport, Sir John Reith, will at 
least be able to plead, should the occasion arise, that 
he took over his office under unfavourable auspices. He 
is the thirteenth holder of the title since the Ministry was 
created in 1919 and the brevity of the average tenure— 
nineteen months—may in some measure account for the 
unfortunate lack of achievement which has characterised 
his predecessors. With better cause than usual one may 
extend sympathy to one who comes to the Ministry of 
Transport in wartime and has to tackle not only the 
problems presented by that condition but also those which 
arise as the natural concomitant of a decade of pusil- 
lanimity manifest in reluctance to deal vigorously with 
fundamental difficulties. Sir John Reith brings with him 
a reputation for strength and determination which he built 
up during his connection with two great agencies of com- 
munication—first the B.B.C. and secondly Imperial Air- 
ways Limited. He was at the Ministry of Information for 
too short a period to give much tangible evidence of his 
work, but he will now have an excellent opportunity to 
demonstrate those qualities with which the public imagina- 
tion has endowed him. 


OK * ok OK 
London Fare Increase 


On Wednesday next the Consultative Committee to the 
Minister of Transport will begin its public enquiry into the 
best means of increasing the fares charged by the road 
sections of the London Passenger Transport Board so as to 
obtain an advance of 10 per cent. in the product of those 
charges. The committee is also charged with expressing 
its views as to the adjustment of fares for any traffic on 
the board’s railways which might be the subject of 
reactions as a result of the general recommendations. The 
committee consists of the three permanent members of the 
Railway Rates Tribunal—Mr. W. Bruce Thomas, K.C., 
Mr. John Quirey, and Mr. H. E. Parkes—all of whom 
are well acquainted with the particular problems presented 
by the adjustment of numerous fares of which the general 
level is low. The proposals which have been put forward 
by the Railway Executive Committee are given in some 
detail on page 713. When the Consultative Committee has 
decided on the programme of adjustments which it will 
recommend the Minister to enforce, and this step has been 
taken, the Government will have implemented an impor- 
tant part of its agreement with the controlled undertakings, 
at least as far as the Ministry has accepted the estimate of 
additional costs arising from the war. 


* * * * 
Derby Railway Works Centenary 


Derby celebrated its one hundredth birthday as a rail- 
way manufacturing town on Saturday last (May 11), as 
that day marked the centenary of the establishment there 
of what are now the L.M.S.R. works, one of the largest 
centres in the country for the manufacture and repair of 
locomotives, carriages, and wagons. Today the works 
cover 175 acres and give employment to more than 8,000 
people, but originally they comprised a small group of 
buildings for use of the North Midland and the Midland 
Counties Railways, which, with the Birmingham & Derby 
Junction Railway, shared the use of Derby passenger 
station, opened at the same time as the works. The 
North Midland Railway, built by George Stephenson, was 
opened from Derby to Masborough (with a connection 
from the latter place to Sheffield) on May 11, 1840, and 
the Midland Counties Railway, which had been opened 
from Nottingham to Derby in 1839, was extended to 
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Leicester on May 5, 1840. The first Locomotive Superin- 
tendent at Derby was Robert Stephenson, who held office 
on behalf of the North Midland Railway from 1841 until 
1844 when the whole of the railway establishment at Derby 
came under the ownership of the Midland Railway, which 
was formed in that year by amalgamation of the North 
Midland, the Midland Counties, and the Birmingham & 
Derby Junction Railways. During the past 100 years the 
works have been enlarged and modernised several times. 
The most extensive alterations were those of 1873 when 
the locomotive and the carriage works were separated and 
re-equipped throughout. Despite successive modernisa- 
tions, some of the original enginehouses and other build- 
ings are still in use for various purposes. 


* * * * 


Overseas Railway Traffics 

Argentine railways traffics in the 44th and 45th weeks 
of the current financial year have all been on the down 
grade and the Buenos Ayres Great Southern and the 
Buenos Ayres Western are the only two companies which 
show advances in the year’s takings to date. Antofagasta 
traffics have continued to improve notwithstanding a slight 
decrease in the 18th week because of holiday conditions, 
and the aggregate increase for the year to date is £95,650. 
Central Uruguay receipts for the 45 weeks of the financial 
year are up £119,318 although currency figures have not 
been keeping up in the same proportion. 


No. of Weekly Inc. or Aggregate Inc. or 

Week Traffics Decrease Traffic Decrease 
Buenos Ayres & Pacific* . 45th 1,425 178 61,709 2,227 
Buenos Ayres Great Southern* 45th 2,187 197 104,859 140 
Buenos Ayres Western* 45th 683 85 35,035 1,850 
Central Argentine* . 45th 1,603 401 77,986 7,248 

£ £ £ £ 
Canadian Pacific 18th 628,000 127,600 10,164,400 1,772,200 
Bombay, Baroda & Central 
India ‘ 4th 298,725 30,600 859,425 66,000 


* Traffic returns in thousands of pesos. 


Canadian Pacific gross earnings for the first three months 
of 1940 amounted to £7,127,600, an increase of £1,258,400 
n the first quarter of 1939. The net earnings of 
£1,060,600 showed an improvement of £767,000. 


( 


A New Source of Power 

With the recently claimed discovery in America of a 
iew source of power, which has been named U235, and is 
id to be capable of yielding so much energy that 1 Ib. 
will develop the output of 2,000 tons of coal, a 
icture is conjured up of the conflicting policies of scientists 
ind moralists. The scientist spends his time discovering 

w sources of energy, and, with the aid of the engineer, 
ndeavours to apply them to ease the yoke of labour on 
His unspecified aim is to ensure the 
reatest output for the least expenditure of physical 
energy. The moralist, on the other hand, devotes his 
attention to secing that everyone shall be fully employed, 
regardless of whether the work he may do is beneficial 01 
not. In other words, he elevates work—a means—into an 


shoulders. 


end in itself, a policy diametrically opposed to that of 
the scientist and the engineer as such, who regard work 
is a means to lei In this connection, it is as impoi 





tant to remember that work is merely the expenditure of 
energy, and is therefore unavoidable by man, who cannot 
live without food, any more than he can live without 
expending the energy so gene-ated. Presumablv, there- 
fore, the moralist will oppose the harnessing of this new 

vy which is claimed to have been discovered 
n America, and his opposition should be in proportion to 
the tremendous effect which the harnessing .of this source 


source of energ 
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would inevitably have, for 1 lb. of it appears-to be equi 
lent to something like 2,000,000 h.p.hr., or, s 
2,000,000 manpower a day. Unless the great consum 
war, be vastly extended, this new source of energy wo 
soon throw millions more out of work, at the same t 
as increasing productive power vastly. 


* * * * 


Belgian National Railways in 1939 


A distinct improvement in the results of working 
system of the Belgian National Railways Company \ 
shown in the year 1939. Gross receipts were higher 
fr. 72:1 millions, and working expenses were reduced 
fr. 81:4 millions. Tariff increases introduced on Janu: 
1, 1939, and a greater movement of goods traffic account 
for the larger receipts. For the first four months of 19 
the receipts continued to be affected by the trade depri 
sion which had prevailed during most of 1938, but fré 
May onwards the situation was changed by a resumpti 
of activity in the coal and metallurgical industries. P 


senger traffic, on the other hand, suffered from t 
international situation. 
1938 1939 
fr. millions fr. millions 
Gross receipts. . 2,542-4 2,614-5 
Working expenses 2,714-9 2,633°5 
Loss on working 172-5 19 
Debt chargcs 49-7 49 
Defic't 222-2 68 


Economies were effected in the use of materials and 
other directions. 


* * * * 

Signalling in Norway 

Electric power being very easily obtainable in Norwa‘ 
mechanical signalling has been long abandoned in new 
installations in favour of power signalling. The adoptior 
of power equipment even at the smallest stations has bee: 
facilitated by the fact that signalling as understood in this 
country was not introduced until fairly late in Norway 
An interesting feature is that the signification of the well 
known German type of junction signal has been reversed 
to avoid its inherent danger of giving a misleading messag: 
should a light go out. There has been a general tendenc' 
to adopt the Central European type of apparatus and 
operating methods, though, in common with other Scandi 
navian countries, Norway some years ago decided to adopt 
interlocked shunt signals, and to abolish the point indi 
cator system of working, while retaining trailable point 
mechanisms. The position light signal was selected foi 
controlling all shunt movements, and coloured lights appeai 
only in running signals, which for a long time have all 
been of the light type. The single line block, designed to 
be immune from any interference from the a.c. traction 
current, possesses features of interest, while Narvik has 
the distinction of being equipped with the most northerl 
power locking frame in the world. 

* * % * 

Heavier Rails in America 

The announcement by the Atchison, Topeka & Santa 
Fe Railway that the 131-lb. rail has been adopted a 
standard on its trans-continental main line between 
Chicago and Los Angeles, draws attention to the increasin 
use of heavy rail in America of recent years. In the 1939 
edition of ‘‘ A Yearbook of Railroad Information ”’ thei 
is a table of mileage classified by weight of rail which 
compares the mileage of different weights of rail as in 
1921 and 1937.- Rail of over 100 lb. per yd. was laid on 
a total of nearly 99,000 track miles in 1937, as compared 
with 37,000 miles in 1921. Above 90 Ib. per yd. the 
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pective mileages were. 158,000 and 93,000. -Rails weigh- 
Jess than 90 Ib. per yd. were laid on 113,000 miles in 
21, and on only 72,000 miles 16 years later. In 1937 
re were already 22,000 miles of track laid with rails 
ighing over 130 lb. per yd., as compared with only 
700 miles in 1921. The heaviest rail in America is the 
2-lb. section of the Pennsylvania, which is laid exten- 
ely on the main line electrified system between New 
irk and Washington, and provides a track which gives 
er riding and lower maintenance cost than those of 
lich the lighter rails so replaced were capable. It is 
zely for the same purpose that the Santa Fe Railway has 
ided to make use of the 131-lb. rail on its trans- 
tinental main line, which runs some of the fastest 
ins in America, both steam and diesel. 





* * * * 
Locomotive Counterbalancing 
Mr. H. Young, Chief Mechanical Engineer of the New 
south Wales Government Railways, stated, in an address 
) the Institution of Locomotive Engineers at Sydney, that 
1e subject of locomotive counterbalancing was now receiv- 
intense study on that system. He regarded counter- 
ilancing as a compromise between the requirements of 
vo of the engineering branches of the railway, namely, 
ie civil and the mechanical. Generally, he considered the 
est compromise was to distribute the desired reciprocating 
ilance between the coupled wheels so that the locomotive 
would exert the minimum effect upon the track and the 
nbalanced forces have the minimum effect upon the loco- 
notive. This distribution might, but need not necessarily, 
effected equally among all the coupled wheels, or one 
air Of wheels might be made to carry more than another. 
(he correct amount of reciprocating balance to adopt was 
a matter of importance. Mr. Young remarked that it was 
f little use to study these matters and decide on certain 
wheel designs unless the theories already held and the 
clusions reached could be tested. Many workshops 
ave introduced dynamic balancing machines to check 
the distribution and magnitude of balanced weights in 
vheel centres at speeds at which it is intended the loco- 
1otive will run, and such a machine had been designed 
nd built at the Eveleigh locomotive workshops of the 
New South Wales Government Railways. 


The Liftman’s Problem 

[he men in charge of the tube lifts at main-line terminal 
tations are, by the nature of things, set a problem of 

ater complexity than those fulfilling the same duties at 
ntermediate points. In the course of their everyday 
vork, they are sometimes called upon to _ decide 
vhether Mr. and Mrs. A, who, arriving by tube and 
ilready in the lift, fuming at every second’s delay, shall be 
placed in jeopardy of losing their long-distance express 
train, or whether Mr. and Mrs. B, who are approaching 

1 leisurely fashion, and who, perhaps, are too fat 
ind comfortable to ‘‘ hurry up ”’ shall, if kept ‘‘ waiting 
for the next,’’ risk the mortification of reaching the plat- 
form just in time to see their favourite semi-fast, outer- 
esidential train depart without them, and thereby be con- 
lemned to wait for another and slower one, crowded, as 
they disdainfully remark, with ‘‘ suburbanites.’’ This is 
by no means an easy matter to solve and the liftman, 
ing only human, may be excused if he decides in favour 
of the B’s for the reason that he will probably never know 
whether the A’s caught the express or not, whilst the 
‘thers, as “‘ regulars,’’ wili almost certainly turn up the 
next evening at the same time and have something to say 
bout it. In these circumstances the liftman’s lot—like 
the policeman’s—is not always a happy one. 
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The Sandberg Influence 


y I was in the year 1860 that the late Mr. Christer Peter 
. Sandberg, a Swedish engineer who had had consider- 
able experience in handling the inspection and testing of 
permanent way material for his own country, first came 
to Great Britain, eventually establishing the firm of 
inspecting and consulting engineers that bears his name. 
Thenceforward the name of Sandberg has been associated 
with a variety of enterprises connected with railway track, 
but most of all with the steel rail; indeed, it is a moot 
point whether the standard steel rail of today would have 
attained its present quality apart from the applied 
researches of Mr. Sandberg and his successors. Evidence 
in support ot such an assertion is found in the number of 
developments first initiated by the foresight of this firm 
that have since become standard practice. In Great 
Britain the name of the late Mr. C. P. Sandberg first 
came prominently before rail users by reason of a paper 
entitled “‘ The Manufacture and Wear of Rails’’ which 
he presented to the Institution of Civil Engineers in 1868, 
and for which he was awarded the Telford gold medal and 
a Telford premium. This was followed by two further 
papers to the same Institution in 1886 and 1889, the 
former on “‘ Rail Joints and Steel Rails,’’ and the latter 
on ‘‘ The Use of Heavier Rails.’ At this period the 
steel rail was in course of replacing the previous iron rail, 
and in the very attractiveness of the greater resistance to 
abrasion and consequently longer life of the new material 
new dangers were arising. These were, in particular, the 
risk of brittleness through unsuitable chemical composition 
of the steel, and the unsuitability of some of the sections 
into which the steel was being rolled—in itself an encour- 
agement to fracture—as well as their diversity. Mr. 
Sandberg therefore first applied himself to the production 
of standard sections and standard specifications, at the 
same time strongly advocating the use of heavier rails; 
further, he set his face against the tendency to raise carbon 
as a short cut to greater hardness, without regard to the 
greater risks so incurred. 

Between 1890 and 1900 there was considerable con- 
troversy, especially in the United States, as to the relative 
merits of high carbon and medium carbon steel for rails; 
Dr. P. H. Dudley, of the New York Central Railroad, was 
the chief advocate of the former, and Dr. C. B. Dudley, 
of the Pennsylvania, championed the latter. In 1898 
Mr. Sandberg read a paper before the Iron and Steel 
Institute entitled ‘‘ The Danger of Using Too Hard Steel 
Rails,’’ and in the discussion afterwards American engi- 
neers, dissenting from his view, upheld the contentions 
of ‘‘ Hard Dudley,’”’ as the New York Central engineer 
had become colloquially known by way of distinction from 
‘Soft Dudley ’’ of the Pennsylvania. Subsequently 
American rail practice became based on carbon contents 
far higher than those of this country; and there is little 
doubt that the seeds were thus sown of the serious trans- 
verse fissure trouble that has afflicted American railroads 
in later years. While advocating moderation in the use of 
carbon in steel rails, Mr. Sandberg strongly advanced the 
claims of silicon as a means of improving the wearing 
quality of the steel. He differentiated between the effect 
of residual silicon and of added silicon, recognising that 
added silicon acts as a deoxidiser to the steel and increases 
its fluidity. From these researches there developed the 
Sandberg silicon rail, in which percentages up to 0-3 and 
0-4 were used at a time when many steelmakers and rail 
users looked askance at more than 0-1 per cent. of that 
element. The 1922 revision of the British Standard bull- 
head rail specification for the first time increased the 
maximum of silicon in rails to 0-3 per cent., and demanded 
a minimum of 0-1 per cent., whereas previously silicon was 
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limited to a maximum of 0-1 per cent.; and there is little 
doubt that this change was due in the first instance to the 
success of the Sandberg silicon rail. 


The founder of the firm died in 1913, and from that time 
forward its work has been carried on by the present senior 
partner, Mr. C. Peter Sandberg, with his brothers, the 
late Mr. O. F. A. Sandberg and the late Mr. N. P. P. 
Sandberg. In the next year Mr. Peter Sandberg invented 
and took out the first patents for the heat treatment of 
rails by what is now the well known Sandberg sorbitic 
process. Experiments were first made by blowing cold 
air on to the heads of the rails; then came the admixture 
of finely atomised water with the air; and finally the regu- 


lated sorbitic treatment, with its two stages of water 
pressures, which can now be relied on consistently to 
produce such test results as those set out in the article 


on p. 703 of this issue. Of this review, one of the most 
impressive features is the precision with which it is now 
possible to obtain the predetermined physical properties 
in the treated rails, and this in its turn is a product of 
the accuracy of control that has been developed in the 
appliances used for the treatment. Indeed, the tests on 
the treated rails tend to show narrower limits of breaking 
strength than the untreated rails from the same casts. 
Further, the tests make it clear that the increased hard 
ness, Which extends from the running surface of the new 
rail to a depth well below that to which the rail will be 
allowed to wear down in service, is accompanied by a 
marked increase in the toughness and tenacity of the 
steel. The second feature of note in these tests is the 
revelation made by the Herbert pendulum hardness test 
of the work hardening capacity of the treated rails; in 
the head of the latter, ‘n the induced hard- 
ness after work has been performed on the steel exceeds 
by more than 100 per cent. the initial the 
untreated steel 


some cases, 


hardness of 


Of the sorbitic treatment the later development of con 


trolled cooling now forms an essential part. It was the 
serious menace of the transverse fissure in the United 
States, already referred to, that first directed the atten- 
tion of Messrs. Sandberg and their metallurgical staff to 
this problem. Careful research first verified the exact 
range of temperature through which the rails, while cool- 
ing, are exposed to the danger of shatter-cracking, and 


with the co-operation of the steel firms at whose works 
sorbitic plants were in use Messrs. Sandberg designed the 
cooling oven for rails, which has had an effect extending 
far beyond the confines of this country. In view of the 
risks which the late Mr. C. P. Sandberg openly contended 
would follow the use of unduly high percentages of carbon 
in rails, it is not without interest that forty years later 
his successors should have perfected a practical method of 
overcoming the most serious of those risks, and that in 
America, where the highest ranges of carbon are still 
used, controlled cooling (by the tank method described in 
the September 8, 1939, issue of THE RAmWway GAZETTE), 
should now be in almost universal use as a_ protection 
against fissuring. Sandberg ovens are used for the con- 
trolled cooling of rails in certain Continental countries 
also. In Great Britain, where with more moderate steel 
compositions the risk of fissures is less, the positive benefit 
of controlled cooling in improving the physical properties 
of the steel—another point brought out in the article on 
p. 703—is so widely recognised that this treatment now 
forms a standard requirement for all British railway rails. 
Thus for more than seventy years past the pioneer work on 
rails of Messrs. Sandberg has at no time stood still, and 
the results of it have left their impress on standard British 
rail practice in more than one important respect, as well 
as having influenced development abroad. 
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Railways and the House of Hambro 


AMONG the many changes, both political and industri 

which have occurred in Europe during the p 
century, there can be few if any of consequence whi 
have not been associated with one or other of the or 
banking houses. Last year marked the centenary of t 
House of Hambro, and the handsome commemorati 
volume then issued by Hambros Bank Limited (whi 
we noticed in our January 27, 1939, issue) \ 
not merely a financial record, but also a cross-secti 
of European history, for this bank has played no sm 
part in Continental developments, especially those 
Northern Europe. Moreover, in view of the present po 
tion in Scandinavia, and the important office held by 
Hambro in Norway, the volume makes interesting readi 
now. Accordingly we are recalling some of the outstandii 
points. The history of the bank begins in 183: 
when Carl Joachim Hambro (1807-1877) founded t 
merchant banking business of C. J. Hambro & Son wi 
offices at No. 70, Old Broad Street, in the heart of 
City of London. He gradually built up in the course 
years a financial house which, from a humble beginnin 
has won a recognised place in the international mon 
market and the history of which came to be linked wit 
that of many European nations. Hambro’s father was 
merchant and banker in Copenhagen, and it was und 
paternal guidance that C. J. Hambro had experience 
Bremen, Le Havre, and the U.S.A., before forming h 
own business in London. When established here he mai 
tained a keen interest in his own country and helped 1 
finance the defeat of Prussia in 1849 when that count: 
attempted to capture Schleswig-Holstein from Denmark 
The bank also raised Danish loans in connection with th: 
similar war of 1864 when Prussian and Austrian troop 
secured the segregation of Schleswig-Holstein and Lauen 
berg from Denmark. 

On the railway side, the active connection with Den 
mark resulted in the firm of Hambro raising the money 
for one of the first railways in Denmark, which rat 
originally from Copenhagen to Roskilde, and was extended 
eventually to Korsor. One of the most recent issues o! 
Hambros Bank to Denmark was in connection with 
financing the 2-mile road and railway bridge from Zealand 
to Falster, across the Storstrem, for which in 1933 th 
Danish Government obtained a loan for £1,000,000. Thy 
bridge; completed on September 26, 1937, is an important 
link between Denmark and the Continent, and was 
described in THE Rattway GazeTTE of October 22, 1937 
(p. 691). Hambros Bank has also had a long and intimat 
connection with Sweden and Norway, both during their 
period of Union and also since Norway became a separate 
kingdom in 1905, but no direct railway connection is 
revealed by the present volume. Finland received het 
first loan from C. J. Hambro & Son in 1909, while still 
allied with Russia, when the 4} per cent. railway loan 
for £1,800,000 was issued. Finland declared its indepen- 
dence on December 6, 1917, and its export trade financ 
was secured from the British Bank of Northern Com- 
merce Limited, which was founded in 1912 and becam 
merged with the House of Hambro in 1920. 

The work of Hambros in connection with the finances 
of united Italy stands out as one of the firm’s principal 
achievements. A loan for the Kingdom of Sardinia was 
issued in 1851, and this was the effective starting point 
towards national consolidation. An alliance with France 
made in 1858 enabled Lombardy to be taken from 
Austria, and in 1861 Victor Emmanuel was proclaimed 
King of Italy at Turin. C. J. Hambro & Son issued a 
loan of £1,782,000 for the Maremmana Railway, and 
this was the first of the firm’s financial transactions with 











XUM 


May 17, 1940 THE 
taly as such. A big railway flotation was also made in 
887 in which Hambros joined with Baring Brothers— 
1e Adriatic Railway issue of £6,300,000. In 1889 Baring 
;rothers and Hambro were also associated in the issue 
£14,654,000 Italian railway bonds. The scope of 
tivities with Italy steadily broadened, and the House of 
fambro is still in close and active relationship with 
sovernment and banking circles in that country. 
Carl Joachim Hambro—the founder—died in 1877 and 
as succeeded by his third son, Sir Everard Hambro 
1842-1925), who was a Director of the Bank of England 
nd a close associate of such financiers as the first Lord 
2othschild, Lord Revelstoke (of Barings), and the late 
Ir. Pierpont Morgan. At Sir Everard’s death, his eldest 
m, Sir Eric Hambro, assumed the chairmanship of the 
yank. He retired in March, 1932, when his brother, Mr. 
¢. Olaf Hambro, the present Chairman, carried on the 
unily tradition. The new generation represented by Sir 
Eric’s son, Mr. Charles Jocelyn Hambro, and Mr. John 
Henry Hambro, son of the late Mr. H. C. Hambro, are 
ww Managing Directors. The bank’s close association with 
Bank of England was resumed when Mr. Charles 
|. Hambro was elected a Director of the Bank of England 
1928. He is also a Deputy Chairman of the Great 
Western Railway Company and a Director of the Railway 
Finance Corporation Limited, thus continuing in this 
ountry an association with railways which has been one 
f the characteristics for many years of the House of 


Hambro. 
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Pennsylvania Speed with Steam 


THE remarkable standards of steam locomotive perform- 

ance which are now treated almost as commonplace in 
the United States are well illustrated in a letter which we 
have recently received from an American correspondent de- 
scribing a journey on The General, one of the Pennsylvania 
fleet operating between New York and Chicago. In the 
eastbound direction the working time allowed this express 
for a journey of 905 miles, including all stops and the tra- 
verse of the Allegheny mountains, is 16 hr. 55 min. On the 
flatter section of the run, between Chicago and Fort Wayne, 
the train suffered a signal stop just after leaving Plymouth. 
Yet although the ‘‘ K4s”’ Pacific at the head of it was 
hauling an eleven-car train with a gross weight of about 
715 English tons, an average of 90 m.p.h. was maintained 
over an undulating road for 24 miles, with a maximum of 
94-7 m.p.h. for two miles, and for 55 miles continuously 
the average was 82-9 m.p.h. From the signal stop to 
Fort Wayne 59-4 miles were covered in 47 min. 23 sec., 
at a start-to-stop average of 75-2 m.p.h., and the -lost 
time was more than recovered on this short stretch of 
line alone. As modern American locomotive power 
goes, the ‘‘ K4s’’ Pacifics are not big engines; they 
have 27 in. x 28-in. cylinders, 6 ft. 8 in. driving wheels, 
205 lb. pressure, 70 sq. ft. of firegrate, and a weight 
in working order, without tender, of 143 tons. But the 
efficient working of this 26-year-old type has long been 
proverbial. 








FRANK PICK 


(By One Who Knows Him) 


My first introduction to Frank Pick was in 1910. In 
those days he was working in a.small room on the top floor 
the old Underground offices at Electric Railway House. 
He was fortunate in having as a chief Mr. Albert Stanley 
now Lord Ashfield) who realised the necessity for the 
Underground companies striking out in an_ individualistic 
line of publicity, which, later on, was to become world 
famous. Frank Pick was given a free hand and he was soon 
to show that the confidence placed in him by his chief was 
1ot misplaced. His quick, logical, and artistic mind grasped 
the fact that the Underground companies had something 
more precious to sell than traffic, namely, public goodwill. 
[he task of the Underground railways, buses, and suburban 
tramways, was to collect pennies in fares and to show the 
public that behind this great organisation there was a Soul. 
Looking back through the files of old posters, you can see 
the evolution of Frank Pick’s genius. His early efforts were 
the product of the Hack Printers’ Artist of 1907—quite 
simple posters carried out in two colours—and reflection on 
these shows the thought and care put into them to obtain 
the maximum effect. Emboldened by these successes he 
next sought the help of the Royal Academician and he 
oupled with this the encouragement of the younger set of 

irtists from art schools up and down the country. 

His approach to anything was never a lazy one. All 
through his working life he has never spared himself the 
trouble of detail, and that is one reason for his success. In 
the days before the great war it was his custom at lunch 
time to spend an hour or two visiting picture exhibitions 
ind, if he had exhausted the current shows, his footsteps 
would invariably turn to the National Gallery, the Tate 
Gallery, or one of the museums to study the exhibits of 
printing, pottery, furniture, or architecture. The printing 
sections of the British and the Victoria & Albert Museums 
tre almost as well known to him as to their curators. 

At week-ends it was his custom to tramp the countryside 
served by the old Underground and London General Omnibus 
Companies- and to get inspiration for subjects to advertise. 
In all these jaunts he invariably took his camera and snapped 
suggestions for his artists to work out their posters in situ. 


By his close study of lithography he was able to instruct 
his artists on colour treatment and thus simplify the work 
of the lithographer. And so with typography. He was the 
first man to appreciate that a good picture could be ruined 
by bad type matter, whilst an indifferent design could be 
enhanced by the right kind of type. Out of this wisdom 
emerged the famous Johnston type which was exclusively 
used by the Underground and is still used by the London 
Passenger Transport Board. 

It is not generally realised that most of the press advertise- 
ments the Underground put out were the result of his guiding 
hand. Among his many accomplishments he has a singular 
flair for concise phrases and the use of sound monosyllabic 
words, in other words, good Saxon English. 

It is a commonplace remark to say that genius cannot be 
held back. In the case of Frank Pick he was doubly for 
tunate, for his genius received full and unswerving backing 
from his Chairman. The best tribute to this branch of his 
work is that I cannot recall a single occasion where his 
publicity ever caused hostility. He understood better than 
most people ‘‘ public opinion.” 

Space does not permit me to do justice to his great con 
tributions to raise the level of advertising. There are many 
artists today who will remember the encouragement he gave 
them by starting them on the road to poster fame. Many 
of us will remember the fine series of posters he initiated for 
the old Empire Marketing Board and the glorious set of auto 
lithographs produced in the last war by the Senefelder Club. 

His connection with the esthetic side of London Trans- 
port’s work is firmly imprinted in the designs of the board’s 
These will be a lasting tribute to his sense of 
beauty and ability to co-operate with the 


new stations. 
strength and 
architect. 

Oddly enough, all these things to which I have alluded 
have been merely side shows in his latter day work as Vice- 
Chairman and Chief Executive Officer of the London Pas- 
senger Transport Board, and in spite of all his arduous 
duties he still remains the kindly and boyish Frank Pick of 
35 years ago who set his foot on the bottom rung of the 
ladder at Electric Railway House, S.W.1. 
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“PUBLICATIONS RECEIVED 


The Trainmen’s Manual for Loco- 
motivemen, Guards, and Shunters. 
1940 edition. By John Aitken Ob- 


tainable from S$, B. Aitken, 16, Upland 
Road, Glasgow, W.4. 54 im. x 4} in. 
130) pp Paper covers Price Is. 6d 


net (post free This handy little pub- 
heation covers all the’ general duties 
required of drivers, firemen, guards, and 
shunters, with ‘the necessary explana- 
tions concerning the working of brakes, 
signal aspects, running of trains under 
ordinary and circumstances, 

protection ot 
Indications 
ire given as to what rules apply in the 
various cases. The text is clearly 
written throughout 


special 
working, 
obstructions, and so on. 


t liy 
rons ilti¢ 


Acceptance Test Charts _§ for 
Machine Tools.—Prepared by the 
Research Department, the Institution 
of Production Engineers, 11}. in. 
82 in Price 5s. 6d.—The Institute of 
Mechanical Engineers and the Institu- 
tion i Production Engineers have 
jointly published this series of accep- 
ance test charts for machine tools. 
Only a few of the leading types of 
machines are covered by the present 
publication, but work on the prepara- 
tion of charts for other groups of 
machines is in progress The charts are 


preceded by an historical survey of the 
subject, general instructions, notes on 
the application of notes on 
measuring tools and methods employed, 
and amount and direction of tolerances. 
There are six charts covering centre 
lathes, milling machines of three groups, 
external grinding machines, and radial 
drilling machines. 


tests, 


University of Illinois Bulletins. 
rhe following bulletins have recently 
been issued in Volume XXXVII by the 
University of Illinois, Urbana : 


No. 11 “ Investigation of Oil-Fired 
Forced-Air Furnace Systems in the 
Research Residence.’’ By Alonzo P. 
Kratz and Seichi Konzo. Price 90 
cents. 

No. 12: ‘‘ Laminar Flow of Sludges 


in Pipes with Special Reference to 
Sewage Sludge.’”’ By Harold E. Babbitt 
and David H. Caldwell. Price 65 cents 

No. 13: ‘ The Hardenability of 
Carburising Steels.’’ By Walter H. 
Bruckner. Price 70 cents. 

No. 20 ‘ German-Inglish Glossary 
for Civil Engineering.’’ By Alphonse A. 
Brielmaier. Price 45 cents 

Non-Corroding Steels.—Ferrous 
materials of this type have a particular 
interest at the present time, both as 
to their manufacture and use. Had- 
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field’s publication No- 438, -issued fro: 
the East Hecla works, Sheffield, dea 
comprehensively with the six classes 

Era steel, particularly with the practi: 
and procedure of welding by ox 


acetylene and the various  electr 
methods. 

Small Tools & Machine Shop 
Accessories .—Classified as Catalogu 


Number Twelve and bearing the abo, 
title, a highly comprehensive and full 
illustrated volume has been issued | 
Alfred Herbert Limited, Coventry, gi 
ing particulars of the small tools an 
accessories manufactured by that cor 
pany and of others for which it acts 
dealer. The catalogue represents 
very useful series of sectional lists 1 
bound form between stiff boards, an 
the letters “S.T.’’ followed by 
number at the top of every page serv 
to identify the pages when issued a 
sheets; the items for whic! 
Alfred Herbert Limited act as deale: 
are distinguished by the words “ Fa 
tored Small Tool Department.”’ Th 
contents of the catalogue would seen 
to cover in one form or another almost 
every kind of small tool and accessory 
many of them specially adapted t 
precision work, required in the engi 
neering and associated trades. It is one 
of the best and most comprehensiv« 
catalogues of its sort that we have yet 
had before us 


k OSC 








THE SCRAP HEAP 


MINISTERS OF TRANSPORT 


Sir Eric Geddes 1919-1921 
Viscount Peel 1921-1922 
Ki rl of Crawford 1922 

Sir John Baird 1922-1924 


Hiarry Gosling 1924 

Kt. Hon. Wilfred Ashley 1924-1929 
Herbert Morrison 1929-1931 
P. J. Pybus 1931-1933 
Hon. Oliver Stanley 1933-1934 
L.. Hore Belisha 1934-1937 
E. Leslie Burgin 1937-1939 
Captain Euan Wallac 1939-1940 
Sir | Reith 1940 

x * * 


DID THE L.M.S.R. KNOW ? 
journeyed up to Scarborough in a 


od bordering on the depressed. | 


turned eight hours later bursting with 
yptimism and bounding with energy 
\t tl uitset I had funked the long 
for | had memori of the 
ronation Scot which whisked me to 
Yor in a little over two hours and 
half Ishley Courtenay eviting U 

/ Sp) if Mav 11, 1940 

DERBY RELICS 

The most historic relic of the Derby 
vorks, which celebrated their 
ntenary last week, is the bell of the 
irret clock in the locomotive offices : 
it bears the date 1717 and is still in use 
This bell is believed to have been taken 


rom a chapel which was demolished 
about IS65 in connection with the build 
I f St. Pancras station The clock 


self is 100 vears old. having been made 


in 1840 by Whitehurst of Derby, and 
every care is being taken by the L.M.S.R. 
authorities to keep it in good working 
condition for ultimate preservation. 

* ” - 

RAI \IR PROTEST 

I suggest that we form a League of 

Season-Ticket Holders and insist upon 
a seat in return for our “ paid-in-ad- 





vance-plus 10 per cent. Never stan 
if there is accommodation available 1 
a higher class fravel in the positior 
intended by nature If troubled by 
officials, pay nothing. Insist that they 
find you a seat in the class for which 
vou hold a ticket. If they fail to do s 
just give your name and address. L«t 
our motto be: “ Expend to defend the 
right to extend. United we sit, divided 
we stand. From a letter to the Fedito 
of ‘‘ The Star ’”’ of May 5 


This scene at a French foundry shows old locomotives which are to be 
scrapped to provide metal for armaments 
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OVERSEAS RAILWAY AFFAIRS 


(From our special correspondenis) 


ARGENTINA 


Railway Tariffs and the Fuel 
Problem 
The representatives of the foreign- 
vned railways recently addressed a 
emorandum on this subject to the 
linister of Public Works, pointing out 
heir difficulties in obtaining adequate 
ipplies of coal, the shortage of which 
now serious, and reiterating their 
equest to be permitted to increase the 
iriffs on certain classes of merchandise 
order to compensate them in some 
egree for the considerable loss they must 
evitably sustain owing to the increased 
ost of fuel, and particularly imported 
oal The memorandum pointed out 
hat the forecast made in their note 
ist November asking for increased 
riffs and explaining the probable 
ffects of the war upon the cost of 
vorking had not only been confirmed 
uit exceeded. After giving specific 
xamples of the effects of the war on 
iilway finances and of those tariffs 
vhich may safely be modified, the 
ompanies’ memorandum concludes with 
n appeal for an early favourable 
ecision regarding their application for 
n increase in the tariffs specified in 
heir memorandum submitted in 1937 
nd repeated in November last, urging 
hat the necessary instructions be given 
the Mixed Commission which is deal 
ig with the matter to proceed with its 
isk With regard to the modification 
f the special tariffs, the different cases 
ll be submitted in due course to the 
National Railway Board 


The Press and the Railways 

It has been gratifying of late to note 

marked change in the tone and 
ittitude of the responsible organs of 
the Argentine press towards the foreign 
»wned railways. This is shown in a more 
ympathetic insight into the difficulties 
vhich at present beset them, a keener 
ippreciation of the invaluable part they 
have played in the progress and develop- 
nent of the country, and a clearer 
recognition of the reasonableness of 
their claims to just and equitable treat- 
nent in the matter of rates and fares, 
ind their prior right to be safeguarded 
igainst illicit and unfair competition. 
In this connection, an editorial article 
recently published in La Nacién stressed 
the fundamental and irreplaceable ser 
ice which the railways are rendering as 
1 essential instrument in the general 
heme of primary production lor 
this reason they should not be exposed 
» any ruthless contest of the survival 
f the fittest in respect of financial 
irrangements and the competition of 
ther forms of transport which enjoy 
special—and_ unfair—road privileges i 
regard to short or intermediate distance 
transport with moderate loads. Atter 
pointing out that the railways cannot 


be organised in the same way as other 
primary and manufacturing industries 
on a system ot free, open-market com- 
petition, La Nacién refers to the wages 
question and to the understanding 
reached in 1934 based on a previous 
agreement made in 1931 with the 
railway unions. As La Nacién points 
out, the economic situation of the 
railways has not improved to any 
appreciable extent, and the proprietors 
of the systems are confronted with the 
fact that whilst, under a process of 
severe rationalisation, they could per- 
haps carry on with fewer employees, 
such a policy would give rise to social 
and perhaps political problems in respect 
of which they have had thrust upon 
them a direct or indirect responsibility. 


B.A.P.R. and Road Competition 

By a coincidence, the article in La 
Nacién from which the foregoing extracts 
are taken appeared simultaneously with 
the publication of the annual report of 
the Buenos Ayres & Pacific Railway 
which, under the head of ‘ General 
refers to the way in which this 
class of traffic, which, as the report 
points out, usually furnishes a reliable 
picture of business conditions, suffered 
from the effects of keen road competi 
tion, inasmuch as although the railway 
carried over 17,000 tons more, or say 
10 per cent 


Goods,”’ 


revenue from this source 
declined from £332,000 to £326,000, 
é., by 2 despite the fact 
that measures for counteracting road 
competition continue to receive the 
closest attention 


per cent 


Cotton Crop Estimates 
\ substantial improvement over last 
year's cotton crop is indicated by the 
first official estimate for the 1939-1940 
issued by the Ministry of 
\griculture, which puts this at 80,400 


season, 


tons, an increase of 9,509 tons, or 
13-5 per cent., as compared with 1938 
1939. This figure is, however, lower by 


557 tons than that for 1935-1936, when 
the total production amounted — to 
80,957 tons. 


SOUTH AFRICA 


Engineers in Conference 

The annual meeting of System Engi 
neers was held at headquarters on 
March 13-15, and, in the unavoidable 
absence of both Mr. W. A. J. Day, 
\ssistant General Manager (Technical), 
and Mr. J. M. Greathead, Chief Civil 
Engineer, it was opened by Mr. C. M., 
Hotfe, Assistant General Manager (Com- 
mercial His address began by out- 
lining the progress made in the training 
of gangers and mentioned that a general 
training school was to be established at 
Kaalfontein on the Germiston-Pretoria 
line, where 250 acres of land were 
being acquired for the purpose. 

Mr. Hoffe alsoreferred to the increas- 


699 


ing responsibilities of the staff and the 
improvement of its efficiency by welfare 
work, such as physical training and 
better living conditions. He con- 
cluded with a note of warning regarding 
the need for the strictest economy due 
to the rapidly rising prices of all kinds 
of materials. 
Technical Business 

Mr. E. H. Wilson, Assistant Chief 
Civil Engineer, then took the chair, 
and, in his remarks, mentioned several 
interesting reports submitted by the 
research section, dealing with track 
problems. These embraced the causes 
of corrugation of rails, stresses in rails, 
and rail and flange lubrication. The 
Research Engineer had reported that 
he confidently expected to solve the 
problem of rail corrugation before long, 
and for measuring rail 
Bereznai_ stress recorders had _ been 
purchased, one of which was at the 
meeting for inspection. Good reports 
upon rail and flange lubricators had 
been submitted by all the engineers 
concerned. 

Discussions upon the following sub- 
jects also took place: examinations of 
gangers for promotion ; the substitution 
of reinforced concrete for steel in 
bridgework wherever feasible—now the 
administration’s policy—and others of 
local interest. 


stresses SIX 


INDIA 


Bombay-Peshawar Air-Conditioned 
Service Inaugurated 

On April 30 the air-conditioned 
Frontier mail service, previously run- 
ning between Bombay and Delhi, is 
due to be extended to Peshawar and 
Kalka (for Simla). This improvement 
has been made possible by the com- 
pletion of the requisite number of addi- 


tional air-conditioned coaches—pre 
viously mentioned in THE RaAILWay 
GAZETTE—in the “Moghalpura shops of 


the North. ‘Western -Railway. \ir- 
conditioned . cars. will. run’ between 
Bombay and Kalka throughout. the 
hot weather and until Oetober 31, but 
those to and. from Peshawar will run 
throughout the year. 


Bridge Collapses under Train 

While a goods train running between 
Londa and Tavargatti stations on the 
metre-gauge’ Poona-Hubli section of the 
M. & S.M.R‘, on April °13, was passing 
over a_ bridge, the ceritral and_ side 
arches suddenly collapsed. Luckily 
they finally ‘gave way only when the 
brake van was on the point of clearing 
the bridge and ‘it was Jeft hanging pre 
cariously in the gap formed. Through 
running is not expected to bé restored 
for about a week. 


Important. Bridge ‘Renewals in 


1940-41 
The budget for 1940-41 contains 
provision ‘for: ‘many. notable bridge 
renewals, spread all over India. Some 


of the more important items are -— 


1) Increased ‘traffre on* the, Bina-Katni 
section of the GIPPAR. necessifates « the- use 
of heavier engines of the 2-8-0 type. It is 








essentia therefore, to strengthen the bridges 
on this section. [he work is estimated to 
st Rs. 5-65 lakhs of which a sum of Rs. 3 
ikhs is proposed to be spent in the current 


2; The troughing of the Godavari Bridge 

t M. & S.M.R. is nearing the end of 

its useful life, and there is also serious corrosion 
he iin top chord members of the bridge 
posed to substitute an open floor 
rse sleepers for the present trough 

ind to strengthen the girders to permit the 
f “XB” and “XD” engines at 
speed. <A beginning will be made 

me in 1940-41, out of a total 


f about Rs. 6 lakhs 


3) The renewal of the girders of the Narbada 

Brid it Mortakka on the B.B. & C.I.R., at 

ted cost of about Rs. 17 lakhs, is 

vhich has been sanctioned and 
the programme of works since 

1 yroposed to take this work 
ng 1940-41 with a budget pro 

Xs, 9.75,000 

$) J egirdering of the Dufferin Bridge 
East Indian Railway between Moghal 
Benares is another scheme in the 

cat f works in progress, on which littl 

adva is so far been made \ sum of 
been provided ior expendi 
scheme during 1940-41 rhe 

f the work is estimated at about 

S3 chs including a sum of some Rs, 25 

ikhs lebitable to the United Provinces 
Gove t for the provision of two road 
ul two footwavs The existing struc 

ip to 64 per cent. of M.L. standard 


Ik | khs has 


5) The present bridge over the river Chenab 
Shers! on the North Western Railway 
7 spans of 200 ft. clear, and was 
1890 rhe materials in the girders 
mixture of wrought iron and steel 
quality The girders are dis 
l nd overstressed hese and other 
nstituti il defects make the renewal of the 
rdetr in absolute necessity. The present 
ridge irries a roadwav on the railway deck 
but it proposed to provide a separate 18-ft 
ur roadway carried over the top booms of 
w girders in order to provide better 
facilities both for road and rail traffic. rhe 
rovernment has given provisional 
yproval to this proposal he whole scheme, 
ng the portion chargeable to the Punjab 
lent, is estimated to cost about Rs. 27 
ikhs and a provision of about Rs. 9 lakhs 
I I made for the work during 1940-41. 





Improvements on Moradabad 
Division, E.I.R. 


Serious congestion in this division 
during the busy season of 1938-39, 
which had its repercussions on the 

ljacent divisions and on all traffic on 
the upper or northern portion of the 
Kast Indian Railway, led to an examina- 
tion of the points of congestion and 
operating difficulties. It was found 
that the existing line and _ terminal 
facilities on the Moradabad Division 
were wholly inadequate to deal promptly 
with the volume of traffic offering. 
Consequently, a comprehensive scheme 
has been drawn up with a view to 
enable the existing traffic to move freely 
and expeditiously and also to pro- 
vide a margin for future increase in 
tratn¢ 

The works included in the scheme are, 
briefly : provision of ten crossing stations, 
additions and alterations to five station 
yards, a new bridge at Shahjahanpur, 
doubling of lines at various places, and 
similar other improvements. The scheme 
is estimated to cost about Rs. 22 lakhs 
and a provision of Rs. 15-80 lakhs has 
been made for expenditure during 
1940-41. 


THE RAILWAY 


BOLIVIA 


Funds for Railway Construction 

According to information from La 
Paz, the Bolivian Government has 
voted the sum of 12,000,000 bolivianos 
towards the construction of the pro- 
jected railway between Sucre and 
Camiri, which is designed to serve a 
region stated to be rich in oil resources. 
An additional 12,000,000  bolivianos 
have been allocated for the construction 
of the line from Cochabamba to Santa 
Cruz, and the Government has also 
sanctioned the completion of the La 
Paz—Albéniz—Yungas railway. Work 
on the latter undertaking dates from 
1918, but construction was suspended 
when the line had reached a_ point 
70 km. from La Paz. It is intended 
eventually to link up with the Brazilian 
railway system. 


GAZETTE 


FRANCE 


Abandoned Arrangements for 
Eucharistic Congress at Nice 


The next Eucharistic Congress had 
been arranged to take place at Nice 
from September 4 to 8, 1940, and the 
French and Italian railways had worked 
out the general plan for railway facili- 
ties when the outbreak of war caused 
the postponement of the congress. Nice 
is served by the main (former P.L.M.) 
line from Marseilles to the Italian fron- 
tier (and onwards to Genoa), and the 
single line from Nice to Coni (for Turin), 
but parts of the Genoa route are single 
in Italy, though both it and the Coni 
line in Italy are electrified, and the 
grades are heavy. The coast line from 
Marseilles is not laid out for a very 
intense traffic ; Nice station has seven 
platform lines, Cannes and Mentone 
three, the other stations like Antibes 
two only and there are two shunting 
yards, at Seyne and Cannes-La-Bocca. 


Volume of Traffic Expected 

About 630,000 persons were expected 
to be carried by rail, leaving the rest to 
road transport and a special steamboat 
service along the coast. The traffic 
would have been spread over five days 
before and five after the congress. It 
was foreseen that it would be impossible 
to maintain the regular train service in 
the vicinity of Nice in addition to so 
large a volume of special traffic, but it 
was decided not to allow this to be 
interfered with west of Marseilles. East 
thereof a special timetable was to be 
put in force covering a minimum of 
ordinary trains and a large number of 
specials, spaced at regular intervals, 
such service, with slight daily modifica- 
tions, to remain in force for the duration 
of the congress. A gap’‘of a few hours 
in each intensive service provided time 
for running the goods traffic on the 
sections concerned. 

For the suburban services it was 
decided to use both Nice-Ville and Nice- 
St. Roch stations, trains from the west 
running through to the station at the 
east of the town, and vice versa, as this 
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would better distribute the str 
traffic, especially pedestrians. Co 
sideration was given to using push-an 
pull trains, but, apart from the difficul: 
of sparing them from their regular wor 
in the Paris area, it was found that t 
coaling facilities would have necessitati 
frequent uncoupling of the locomoti\ 
and light running to the depots; ai 
so the idea was abandoned. 


Stock Arrangements 

Additional locomotive depots were 1 
be established at Nice-St. Var and othe 
modified. Carriage stock for the loc 
services was to be drawn from the Par 
and other suburban areas, and foreig 
managements were to be asked to len 
stock for the other services. The Italia 
railways agreed to lay down ext! 
sidings at Ventimiglia, to avoid cong: 
tion at Nice, and at several places 
French territory similar works were 
be undertaken. 

Fare concessions were to be availab! 
only for travel at certain hours and | 
the trains specified. All other cheay 
fares were to be suspended over th 
area concerned during the peak period 
Details of the arrangements are to bi 
found in an article by M. Mermier 
Operating Superintendent of the South 
Eastern Division of the S.N.C.F., in the 
Revue Génévale des Chemins de jer for 
March and April, 1940. 


SPAIN 


New Rolling Stock Shouid be 
Imported 


The National Delegation of Syndi 
cates of the Falangist organisation, in 
a lengthy report submitted to General 
Franco on the subject of deficiencies 
in transport as one of the causes of 
unemployment, refers to the serious 
lack of rolling stock, and especially 
wagon stock, on the Spanish railways, 
due to the large number of units de 
stroyed during the civil war. The 
shortage of wagons is something like 
20,000. Perhaps half this shortag 
may be made up with repaired or re- 
built material, but the remainder must 
be newly constructed. The national 
workshops, railway and private, may 
be able, according to the report, to 
construct, say, 5,000 to 6,000 wagons 
in the course of two years, but the 
remainder will stifl be urgently re 
quired, and in spite of the obstacles 
that undoubtedly exist they should be 
brought from Portugal (where the 
gauge is the same) or some other 
foreign country. These recommenda- 
tions, from such a source, will merit 
attention, but the difficulty in the way 
of importing wagons is of course that 
of foreign exchange. That the shortage 
of rolling stock is a national problem 
of the first magnitude is evident from 
the official figures recently published. 
Of 2,917 locomotives existing in 1936, 
only 1,158 remained at the end of the 
war ; of 74,260 wagons, there were only 
50,130; and of 3,896 carriages, only 
1,503 remained. 
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SIGNALLING IN NORWAY 


Power working and light signals have been standard for many years on the Norwegian 


State Railways and mechanical 


(YOR many years the signalling equipment on the Nor- 
wegian lines was the simplest possible, and there was 
little uniformity of method, but in 1910 modernising 
id standardising were commenced. At one or two busy 
rminal stations mechanical signalling, on the Central 
iropean system, with trailable points, had been installed. 
ine of these was Oslo—then Christiania—East station, 
vere, as described in THE RAILWAY GAZETTE for October 
2, 1934 (page 592), the first interlocking apparatus 
ppeared in 1901. The severe winter conditions necessi- 
ited the use of special designs of apparatus ; all founda- 
ons for compensators, wire stakes, and posts, had to 
made much deeper than usual, but with every care the 
peration of the signals and points was sometimes difficult. 
shortly before the war of 1914-19 the railway staff initiated 
special investigation into signalling, but the war inter- 
red with the work. <A standard system of signal aspects 
vas agreed, however, with the usual German yellow distant 
lise and diagonally placed yellow or green lights and two- 
rmed junction semaphore. To cover the possibility of 
light going out, the significations were reversed, the two 
rmed—hence double green—aspect being used for the direct 
ute instead of the diverging one, as had previously been 
ie general practice. These reforms were largely due to 
ie efforts of Herr J. Lindboe, then Signal Engineer. 
shunting movements were still dealt with by point in- 
licators and shunting prohibition signals. 


Decision to Adopt Power Signalling Exclusively 

Shortly after the war three new interlocking installations 
vere made, using the new standard code of aspects, at 
Grefsen, T6éjen, and Roa, the first mechanical, the othe 
two power, but the ready availability of current led to the 
lecision to instal no more mechanical work but employ 
power signalling exclusively for new installations, even at 
small stations. At the same time the general equipment 
‘f the principal routes was decided on, and in 1922 an order 
iven to the German A.E.G. Company, which then had its 
own signal department, to proceed with the work at Oslo 
West station and thence as far as Billingstad. With the 
exception of a few subsidiary circuits, all the equipment, 
ncluding point operation and detection, was a.c., and 
light signals were used exclusively. Multiple lamp route 
indicators and shunting prohibition signals were also 
introduced. Facing point locking was carried out inside 
the point machines, as the ordinary equipment was not 
found satisfactory in winter. 

The power frames, similar to many by the same makers, 
had mechanical locking but without conditionals, owing 
to the system of signalling adopted. The stop and 
caution indications of the main and distant signals were 
flashlights. Soon afterwards similar work was ordered 
for Dombas and Kronstad stations and brought into use 
in 1925. The signal frames, wherever possible, were placed 
in the stationmaster’s office, so that special signal box 
staff was not required. In 1926 two further boxes at 
lrondheim were brought into use. The technical details 
of current supply and reserve sources varied a little, as 
between one installation and another, but general principles 
remained unaltered. At Trondheim two swing bridges were 
controlled from the station. 

In 1924 orders had been given also to equip Marienborg, 
Leangen, Selsbak, Berkak, Malvik, Nypan, Nordstrand, 


installations are not now provided in new 


work 


and Kolbotn, and the work was finished in 1926; a sim- 
plified form of locking frame was specially developed to 
reduce costs. Almost all routes so far dealt with had been 
single lines, and a new form of lock-and-block was designed, 
immune from the influence of a.c. traction circuits in view 
of the probable extension of electrification. Hitherto the 
only single line lock-and-block apparatus—most sections 
were worked by the telegraphic. message system—had been 
the well-known German a.c. ratchet mechanism, but with 
a.c. traction this was thought no longer to provide all the 
security desired. The new mechanism, which was first 
tried between Oslo and Billingstad, was a d.c. moto1 
device, fulfilling the same operating programme and 
worked by so-called block handles incorporated in the 
power frames, with the block indications above them. 
(The same mechanism was tried by the Italian State Rail 
ways between Verona and the Brenner, over former 
Austrian sections.) Soon afterwards the design was 
modified for the Trondheim to Selsbak and Leangen, and 
the Ljan-Kolbotn sections, making it into a form of direc- 
tional control block with a partial track circuit control 
and release, with facilities for switching stations through 
and allowing their signals to function automatically on the 
approach of trains at night, with local route locking effects. 
This altered form of d.c. block was later much used. 

Other interlocking installations at Loenga South, Bekkel- 
aget, Hvalstad, Asker, Heggedal, Réyken, Spikkestad, 
and Lier followed those above mentioned at intervals down 
to 1930, but during this time some new operating prin 
ciples had been introduced, mainly in connection with the 
large terminal installation at Oslo East, the order for which 
was given in 1926. By this time the Norwegian State Rail 
ways authorities had decided to abandon the Central 
European system of working and to adopt the plan of 
signalling all shunt movements, as in Great Britain and 
America, by special shunting signals without point in 
dicators; the whole of the working being exclusively 
directed from the signal box. In common with the other 
Scandinavian countries they selected the position light 
signal for shunt indications, leaving colour lights for 
running movements only. This necessitated the intro- 
duction of conditional locking, not as yet provided in thi 
German type of frame. This was done successfully, and 
the large power box at Oslo East opened in May, 1929. 
The frame contains 123 levers and there are 17 running 
and 76 shunt signals in the layout, controlling 269 possible 
movements, 178 of them shunts. The new system of 
signal aspects was then adopted for some of the smaller 
installations, in course of construction, which had been 
ordered on the older system, and it has since been standard 
for all work in Norway. It was used for the isolated instal 
lation at Narvik, the most northerly power signal box in 
the world, in latitude 68° 30’ N., brought into use in 1930. 


Recent Developments 
In 1928 the signalling of the Smalens line was taken in 
hand and power frames put in at As, Vestby, Kambo, 
Dilling, Rygge, Rade, Ons6y, Greaker, Sandesund, Skje- 
berg, and Berg ; none of them was of any size, and there 
were only 118 levers in all. The A.E.G. lever handle 
frame—which was comparatively expensive—was given 
up for the Siemens rotary handle type, so long known on 

(Continued on page 706) 
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TREATMENT OF RAILS 


A record of the continuous progress that is being made in improving the wear-resisting 
capacity of rails by the Sandberg regulated sorbitic heat treatment and controlled cool. 


ing. 


The depth of penetration of the treatment to below the centre of the head, and 


the capacity of the sorbitic rails for work-hardening, are special features of these tests 


By CECIL J. 


N the January 10, 1936, issue of THE RAILWAY GAZETTE, 
an illustrated description was given of the latest 
developments in the application of the Sandberg 

sorbitic treatment to rails, and of the controlled cooling 
vhich has been devised as a protection against the forma- 
ion in the rail-head of stresses sufficiently severe to cause 
shatter-cracking and, ultimately, of transverse fissures. 
\s is well known, such stress formation does take place, 
n some degree at least, during the normal cooling of 
ils on the hot-bank, and is accentuated by any more 
ipid cooling through the critical range of temperature, 
is in the sorbitic treatment. But in addition to its value 
s a protection against fissure failures, controlled cooling 
f rails has proved to be of appreciable advantage in 
mproving their physical properties. As was pointed out 
n the paper presented by the writer to the International 
Rail Congress at Diisseldorf in 1938, and summarised in 
the September 30, 1938, issue of THE RAILWAY GAZETTE, 
since the general application of retarded cooling to rails 
n Great Britain, there have been measurable increases in 
the percentages of elongation and reduction of area 
obtained in rail tensile t2sts—both useful indications of 
the toughness and tenacity of the steel, and thus a measure 
of its probable wearing capacity. In this improvement 
the reduction of carbon and the increase of manganese, as 
compared with the previous standard high carbon composi- 
tions, has also played no small part. 


Controlled Cooling 


The latest development in controlled cooling has been 
the introduction of a new type of oven, as illustrated on 
p. 705, with the object of reducing to a minimum the 
movement of the rails when hot (and thus of reducing the 
amount of work which has to be done on them in cold 
straightening), and also of improving the efficiency of 
the cooling control. This type of oven is, in effect, a 
reversion to the original method by which retarded cooling 
was conducted, in that it is a large insulated cover which 
can be moved over the rails on the hot-bank, rather than 
i fixed oven through which the rails themselves are slowly 
skidded. A moving oven has the additional advantage, 
from the manufacturing point of view, of being less of an 
obstruction on the hot-bank than the fixed type. The 
oven illustrated, which is one of two in use at the Irlam 
works of the Lancashire Steel Corporation Limited, is a 
steel structure 15 ft. wide, lined on the underside with 
asbestos sheets 13$ in. above the level of the hot-bank, 
which prevent the radiation of heat. The rails, at a tem- 
perature of approximately 550° C., are passed by skids 
to the cover, and are left head up and in contact with one 
another; the cover is then slowly moved over them, with 
the asbestos sheets (in the case of 95 lb. R.B.S. bull-head 
rails) 7~ in. above the rail-heads. The temperature 
throughout the whole of the rail section first becomes 
uniform, and the rails are then allowed to cool, at such 
a rate that no substantial temperature difference is set 
up in the section, down to about 300° C., after which 
they are exposed, by the further movement of the cover, 
to the atmosphere for final cooling down to atmospheric 
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temperature. Over 60 rails of the 95 lb. or 100 Ib. R.B.S. 
section can be cooled under a cover of this size at the 
same time. 

Progress in Physical Properties 

As showing the progressive improvement in the physical 
properties of rail steel which has been brought about 
successively by the increased use of manganese, the control 
of cooling, the sorbitic treatment, and the latest type of 
oven, Table I, which represents the average of a number 
of tensile tests on rails manufactured for the Southern 
Area of the L.N.E.R., is instructive. With the exception 
of the medium manganese rails which were not subjected 
to controlled cooling (the second item in the table), all the 
rails concerned were manufactured by the Lancashire 
Steel Corporation, and were thus subject to generally 
uniform manufacturing conditions. The comparison begins 
with the British Standard high carbon analysis standard 
from 1922 until the medium manganese alternative was 
introduced in 1935 (although the L.N.E.R. had changed 
over to medium manganese as standard four years earlier). 
From this original standard to the sorbitic medium man- 
ganese rails with controlled cooling in the latest type of 
moving oven there has been a steady advance, not merely 
in the ultimate strength of the steel, but pari passu in 
elongation and reduction of area; thus the average 
breaking strength has gone up from 52-3 to 62-8 tons per 
sq. in., while elongation has increased from 15-4 to 19-7 per 
cent., and reduction of area from 24-4 to 39-7 per cent. 
The normal effect of an increase in the hardness of a straight 
carbon steel is to increase the breaking strength while at 
the same time elongation and reduction of area are 
reduced, the steel, apart from heat treatment, becoming 
more brittle ; but here the process is reversed, and tough- 
ness and tenacity increase steadily with the hardness. 
The last line of the table records an experiment in the 
sorbitic treatment of a higher manganese steel, in which 
an average reduction of area of 50-4 per cent. and an 
average elongation of 20-0 per cent. were obtained in 
conjunction with an average breaking strength of 60-0 tons 
per sq. in., indicating a probable work-hardening capacity 
well on the way to that hitherto associated with manganese 
alloy steels. 

Tables II, III, IV and V are designed to show the 
uniformity in physical properties of regulated sorbitic 
rails now being made by four of the British firms that 
are equipped to apply this treatment—the Cargo Fleet 
Iron Co. Ltd., Dorman Long & Co. Ltd., the Lancashire 
Steel Corporation Limited, and the United Steel Co. Ltd. 
(Workington Iron & Steel Branch). The fifth licensee 
(Guest Keen Baldwins Iron & Steel Co. Ltd.) has not yet 
reached a scale of production sufficient to enable com- 
parable figures to be given. The rails concerned have all 
been rolled for the Southern Area of the London & North 
Eastern Railway, in the tonnages indicated, and as 
previously the figures set out are averaged from the whole 
of the analyses and tests without omission, so being 
representative of routine sorbitic rail production, except 
that special attention was paid to securing the maximum 
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reasonably possible depth of penetration of the treatment 
the quenching being slightly more drastic than ‘that 
normally applied. 


Variations in Treatment 

Table II shows the average chemical compositions of the 
rails, which are very similar, save for the lower carbon 
percentage, as required by the specification, in the Bessemer 
acid rails; this last has its effect on the sorbitic treat- 
ment, which in its first stage has to be lengthened in 
order to obtain adequate hardness in the treated rail- 
head. The Bessemer acid rails are also higher in sulphur 
and phosphorus ; the Lancashire Steel Corporation’s rails 
contain the highest average of silicon, which should be 
beneficial ; though in neither of the two last-mentioned 
respects is the difference from normal likely to influence 
physical properties in any marked degree. In the sorbitic 
process quenching is effected by the application through 
a number of equally spaced jets of special design to the 
head of the rail, when the latter is at a temperature of 
about 800° C., of a spray of water, finely atomised under 
pressure and mixed with compressed air ; the development 
known as the regulated sorbitic process has divided this 
quenching into two stages, with the water pressure 
increased during the first stage. In this respect the 
practice at the four steelworks concerned varies slightly, 
and is set out in Table III. The greatest pressure on the 
first stage (a head of 25 ft.) is used at the Dorman Long 
works, but here the combined time of both stages (an 
average of 16 sec. 15 sec.) makes the smallest total : 
at the Cargo Fleet works the lowest initial pressure (a 
head of 20 ft.) is compensated for by a lengthening of 
the quenching in the second stage, the averages of 15 sec. 
and 29 sec. making a total of 44 sec., which is the maximum 
in the table. For reasons already mentioned, the duration 
of the quench under the high head is longest at the 
Workington works of the United Steel Companies, and 
, as compared with the general average of 
elsewhere. At each works the maximum and 
minimum times of quenching shown represent variations 
of treatment to suit the chemical composition of individual 
casts, and the uniformity of the test results witnesses to 
the accuracy with which this control of the sorbitic 
treatment is applied. 


averages 20 sec 


15 sec. 


Tensile and Hardness Tests 

In Table IV the average results of the tensile tests are 
set out. These are made on test-pieces of the British 
Standard “C” type, 0-564 in. diameter, and with the 
elongation measured on a gauge length of 2 in.; the 
pieces are cut from the rail-head with their centre-line 
2 in. below the running surface. As the diameter of the 
test-piece is over } in., this means, in effect, that the 
steel is being tested to a total depth of slightly more 
than 2 in. below the tread of the rail—that is to say, 
to the full depth to which the rail is likely to be allowed 
to wear down in service. Impression tests are made on 
the running surface as rolled (that is to say, without 
the removal of the decarburised outer surface) through 
the medium of a hardened steel ball of 19 mm. diameter, 
under an applied load of 50 tons. For the Brinell hard- 
ness tests, sections of selected rails are polished, and 
impressions are made over the entire surface, in 15 standard 
positions, in order to verify the depth of penetration of 
the treatment, and also to ensure that the web and foot 
of the rail have been unaffected. For inclusion in Table V, 
the readings in six of these positions have been averaged, 
the first on the running surface, the second 3 mm. (} in.) 
down, the third 16 mm. (3 in.) down, the fourth 32 mm. 
(1} in.) down, the fifth in the centre of the web and the 
last in the foot. The aim in grading the hardness is as 
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nearly as possible to secure uniformity in the first thre 
positions, to retain in the web and foot steel unaffect« 
by the treatment, and to obtain an even gradient 
hardness between the two. 

Taking Tables IV and V together, the rails which appe: 
to conform the most closely to the standard just mentione: 
are those of the Cargo Fleet Iron Company (referenc: 
letter ““A’’), where the lengthy low head quench i 
applied ; here the hardness ranges from 304 to 289 betwee: 
the running surface and the centre of the head. For th 
same reason the Cargo Fleet tensile tests give the highes 
average breaking strength (65-8 tons per sq. in.), bu 
this has been secured to some extent at the expense o 
elongation and reduction of area, the average of th 
latter (28-5 per cent.) being the lowest of any in the 
treated rails. The greatest surface hardness is evideni 
in the Workington rails of the United Steel Companie: 
(reference letters ““E” and “F’’), at 329 and 323 
respectively, by reason of their more lengthy high hea 
quenching, and this is reflected in the exceptionally hig] 
yield point of the treated rails from this works, averaging 
46-7 tons per sq. in. in the 95 Ib. section and no less than 
48-1 tons per sq. in. in the 100 Ib. section; and though: 
the gradient of hardness in these rails between the running 
surface and the centre of the head is considerable, even in 
the latter position the hardness of the Workington rails is 
equal to that of most of the other qualities listed. It 
may also be argued that the hardness of the “E”’ and 
‘“F” rails is in the position in which it is the most needed 
—that is, adjacent to the running surface. 

But this gradient in hardness through the zone from 
which the tensile tests are cut (which means, in effect, 
that the test-piece is “ one-sided,” by being of harder 
steel on one side than it is on the other is probably 
responsible in part for the fact that, while by the treat- 
ment the average breaking strength of both 95 and 100 Ib. 
rails at Workington rises fron’ 52-2 to 62-6 tons per sq. in., 
the elongation drops from 18-8 to 13-7 per cent., and the 
reduction of area from 35-7 to 31-7 per cent. Relatively 
the mildest treatment is that applied at the Dorman Long 
works (reference letter “‘ B ’’) and here the average breaking 
strength rises by only 8-6 tons per sq. in. (53-5 to 62-1 tons 
per sq. in.), but with the remarkable result that both 
the average elongation and reduction of area are alike 
raised by the treatment, the former from 15-0 to 17-0 per 
cent., and the latter from 24-8 to 37-0 per cent. The 
best reduction of area figures—and these, as previously 
mentioned, are of importance, affording as they do evidence 
of work-hardening capacity and probable wear—are those 
of the Lancashire Steel Corporation (reference letters 
‘C” and “D’”’), an average reduction of area of 39-0 
per cent. with an average breaking strength of 62-8 per 
cent. being noteworthy. 


Uniformity of Result 


Apart from the foregoing minor variations in result, 
however, perhaps the most valuable lesson to be learned 
from Tables IV and V is the uniformity of result obtained 
at different works in the application of the sorbitic 
treatment. In Table IV, if the Cargo Fleet rails alone 
be omitted, the average breaking strength of the remaining 
five batches of rails is seen to lie entirely between the 
narrow limits of 62-1 and 62-8 tons per sq. in. ; elonga- 
tion and reduction of area show slightly more variation, 
the former between 13-6 and 17-0 per cent. and the 
latter between 31-0 and 39-7 per cent. Average Brinell 
readings vary only between 296 and 317 on the running 
surface of the basic open hearth rails; in the centre of 
the head the variation between all the rails, Bessemer 
acid included, has no greater range than between 273 and 
293. In thirteen out of fifteen sets of tests on untreated 
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Sorbitic treatment plant and 

cambering machine at the Irlam 

works of the Lancashire Steel 
Corporation Limited 


The bull-head rail in the foreground is 

receiving a counter-camber after having 

been sorbitically treated, and will draw 

itself straight by contraction while cooling 

from this temperature to the temperature 
at which it enters the oven 





Latest type of moving oven for 
retarded cooling at the Irlam 
works of the Lancashire Steel 


Corporation Limited i ill Al 2 . = rr ue 
| j 7 \ “ ¥ an? 
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Sorbitic treatment plant and cambering machine at the Cleveland works of Dorman Long & Co. Ltd. 
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and treated rails at the Lancashire Steel Corporation's 
works, a range of 6-0 tons in the breaking strength of the 
untreated rails (48-8 to 54-8 tons per sq. in.) was narrowed 
in the treated rails to a range of 3-6 tons per sq. in. only 
(61-2 to 64-8 tons per sq. in.), which speaks well for 
accuracy of control in the application of the treatment. 


Work Hardening Capacity 


Some independent tests made on treated rails from the 
Cargo Fleet, Lancashire Steel, and Workington works 
figure in Table VI; not only do they confirm the routine 
works tests, but they also afford interesting information 
as to certain other characteristics of the steel. With the 
use of the Tensometer, which handles small test-pieces 
having a cross-sectional area of only 4 sq. in., tensile 
tests were made from the metal } in. below the running 
surface, as well as at a depth of 1 in. and also in the foot 
of the rails. It will be seen that the Lancashire Steel 
and Cargo Fleet rails gave almost identical test results in 
the two head positions, indicating uniform hardness down 
to the centre of the head, whereas the Workington rail 
was harder at the running surface but not so hard in 
the centre of the head. The elongations and reductions 
of area at the centre of the head were not so good in the 
Lancashire Steel and Cargo Fleet rails as near the running 
surface, whereas the Workington rail, with its lower 
tensile strength in the former position, showed a better 
elongation. A curious feature of the tests on the Cargo 
Fleet rail was the exceptionally high elongation of 20 per 
cent. recorded with a breaking strength as high as 66 tons 
per sq. in. in the running surface position, as compared 
with 12 per cent. only, with 67 tons per sq. in., at the 
centre of the head. It should be remembered, in assessing 
these tests, that the small Tensometer test-pieces usually 
show better. elongation and reduction of area figures, 
relatively to breaking strength, than full size test-pieces 
of the type used in Table [V. Finally the results are set 
out of hardness tests made by the Herbert pendulum 
method, whereby work is done on the steel with a view 
to ascertaining its work-hardening capacity; each test 


GAZETTE May 17, 1940 
therefore has an initial hardness figure, and a hardne 
induced as the result of the cold working just mentione: 
Here the tribute to the effect of the sorbitic treatment 
remarkable. The untreated steel of the Cargo Fleet ra 
had an initial hardness of 24, increased by work to 
(25 per cent.) ; treatment put the initial hardness up 
33, and the induced hardness to 45—a total gain 
88 per cent. In the Lancashire Steel Corporation ra 
the total gain was from an initial hardness of 24 in tl 
untreated foot to an induced hardness of 48 in the t 
of the treated head, or 100 per cent.; the Workingto 
rail had the best record of the three, showing a gain fror 
23 in the untreated foot to an induced hardness: of 50 i 
the treated head, or no less than 117 per cent. appreciatio1 

It may be added that the last result practically equa! 
the figures obtained by the German Maximilianshiitt 
martensitic process, although the latter requires a speci: 
low-carbon high-silicon steel composition, which with 
bull-head rail would be ill-fitted to withstand chai 
indentation of the untreated rail foot with its relativel 
small bearing area, as compared with the wide foot of th: 
flat-bottomed rails standard in Germany. 

In conclusion, it may be stated that controlled cooling 
of rails is now established practice at the works of the 
following British iron and steel companies :-— 

Barrow Hematite Steel Co. Ltd., Barrow-in-Furness 

*Cargo Fleet Iron Co. Ltd., Middlesbrough. 

Colvilles Limited, Glengarnock 

*Dorman Long & Co. Ltd., Middlesbrough 

*Guest Keen Baldwins Iron & Steel Co. Ltd., Port Talbot. 

*Lancashire Steel Corporation Limited, Irlam. 

Shelton Iron Steel & Coal Co. Ltd., Stoke-on-Trent 

Skinningrove Iron Co. Ltd., Saltburn-by-the-Sea. 

Steel Company of Scotland Limited, Newton. 

*United Steel Companies Limited, Workington. 

Of these, as previously mentioned, the firms marked 
with an asterisk are equipped to apply also the regulated 
sorbitic treatment. 

The writer is indebted to Mr. R. J. M. Inglis, Engineer, 
Southern Area, London & North Eastern Railway, for his 
courtesy in permitting publication of the rail test figures 
on which this article is based. 








SIGNALLING IN NORWAY (coniinued from page 701) 


the Continent. All apparatus was worked by a.c. and 
many sets of points arranged for dual working, either 
from the frame in the station or locally by a shunter. 
This facility is often found in the Scandinavian countries. 
In 1932 installations were completed at Drammen, Guls- 
kogen, Mjéndalen, Brager6en, Minde, Hop, Fjésanger, and 
Nestun, some of which had the older lever handle frame. 
At Nestun the illuminated diagram was made part of the 
frame itself, resulting in a very neat design. In 1934 
another station, Sarpsborg, was finished on the Smalens 
line, and a second signal box at Drammen, and in 1936 
Bergen and Hokksund were equipped. Some automatic 
signalling has also been installed, notably on the engine 
and carriage lines between Oslo and the locomotive depot 
at Loenga (using dwarf position lights), Bergen and Nestun 


and Oslo and Lillestrém, on the main Stockholm line to 
the Swedish frontier and to Trondheim. There are several 
level crossing flashlight installations and_ electrically 
worked crossing barriers. At Saner the power signalling 
was provided by the American G.R.S. Company and at 
Hamar by the Ericsson works in Sweden. The extension 
of electric traction on the Norwegian State Railways has 
thus been accompanied by the adoption of the most modern 
forms of electric signalling apparatus, a process which is 
going on in Scandinavia generally and which has been 
found, in the often difficult climatic conditions, to give 
much greater satisfaction than any mechanical equipment 
had previously done. The constant availability of reliable 
sources of electric power has largely contributed to the 
success of this progressive policy. 








Streamliner Reservations at a Premium 

The popularity of the New York—Florida streamliners, 
and the consequent demand for advance seat reservations, 
has led to a curious form of amateur ‘‘ ticket-scalping ’ 
af“ Florida. .. Accommodations for seats on the Seaboard 
Air Line’s Silver Meteor and the Atlantic Coast Line’s 
Champion ail-coach streamliners are reserved in advance, 
and holders of round-trip tickets are able to book places 
for the return journey on a specified date, the seat num- 
bers being agreed with the Miami office. But passengers 
often wish to change the date of their return and, as reser- 


vations are generally all booked up, a regular custom has 
grown under which hotel employees and others negotiate 
transfers, exacting premiums of as much as $5 for the 
change of reservation for another of a different date. 
Complaints have been made, but as passengers are reluc 
tant to denounce the hotel employees, it is not easy to 
correct the abuse. The two railway companies are study- 
ing the question and hope to eliminate the premium trade, 
which incidentally is an advertisement, if such were 
needed, of the continued popularity of these Florida 
streamliners. 
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DEMOLITION OF THE WEESPERPOORT STATION AT AMSTERDAM 


This station was opened in 1843 and was closed to traffic in October, 1939, when 

the lines in and around the city were re-arranged, as described in an illustrated article 

on pages 460-62 in our issue of March 29 last. (We are indebted to our contem- 
porary “ Spoor-en Tramwegen”’ for permission to reproduce these photographs) 


fi 





+ oy 





Above: The two originals 
which, with two similar struc- 
tures on the other side of the 
tracks, formed the station build- 
ings when builtin 1843. There 
was then no overall roof, and the 
partly-demolished wooden por- 
tion between the buildings was 
also built later 














Zz 
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The last part of the structure to be demolished was top ae 
the roof. After its only remaining supports were , ee 
a few columns loosely bolted to their foundations, ¥ q 
a locomotive (right) pulled it over by means of a “an 


four cables. The actual collapse of a part of the 


roof, caused in this way, is seen in the illustration 
above. Since this demolition work was carried 
out, the new Amstel station, built to replace that 
at Weesperpoort, is reported to have been bombed 
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The Brighton Railway Centenary 





Above : The approach to Brighton station, L.B. & S.C.R., 
about sixty years ago. The signal box in the foreground is 
Montpelier Junction, and the semaphore arms set at an 
angle are for visibility from the Falmer branch, seen 
coming in on the left. The old fashion of mounting all the 
signals at a junction above the signal box, instead of at the 
fouling points, is well illustrated. The red and green 
coloured glasses of the signals were inside the lamps. long 
the practice on the Brighton Railway, and the red sides of 
the arms had a black stripe, a practice which lasted till 1896 


~~ tiene 


Right: An early disc signal as used on the Shoreham 
branch, which formed one of the exhibits in the Centenary 
Exhibition in the Royal Pavilion, Brighton. Some of the 
portraits and pictorial exhibits can be seen in the background 


l 
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At: Brighton station in 1841, 
was the headquarters of the 
idon & Brighton Railway 
mpany, which opened the final 
section of its main line between 
ndon and Brighton on Tuesday, 
September 21, 1841 


ey ey 





Left: Croup at the opening by the 

Mayor of Brighton of the Southern 

Railway Centenary Exhibition at Brighton 
Pavilion last week 


Front row, sitting, left to right: Messrs. G. Dyall, 
Acting Publicity Officer, G.W.R. ; C. Dandridge, 
Advertising Manager, L.N.E.R.; J. Talbot 
Nanson, Mayor of Brighton; C. Grasemann, 
Public Relations & Advertising Officer, 
Southern Railway, and Chairman of the R.E.C. 
Publicity Committee ; A. W. Hillman, Mayor of 
Hove; G. H Dennis, Mayor of Sutton and 
Cheam; G. H. Loftus Allen, Advertising & 
Publicity Officer, L.M.S.R.; H. T. Carr, Assistant 
Publicity Officer, London Transport 





Right : Brighton Central station, 
Southern Railway, today. It will 


be noticed that the same old building a: ans ge oe 

survives with additions. In front RE a S44) iat 

is the bus station of the Brighton, ' “ The RAILWAY 

Hove & District Omnibus Co. Ltd. . . gee wey 

The average number of passengers [i a, SO wae 


arriving at Brighton daily (includ- 
ing season-ticket holders) in normal 
times is 8,500 ; passengers arriving 
during the three-day August Bank 
Holiday period of 1938 totalled 
156,300. The normal daily service 
of trains between London and 
Brighton is 99 in each direction ; 
the line has been worked by multiple- 
unit electric trains since January 1, 


1933 
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tbove: A French 16-in. gun in 
position on rail behind the front 








May 17, 1940 


Railways and the 


War —19 








Above : 1 train loaded with 
barrels of wine on its way to the 
French Army at the front 


Left: Army kitchens being for- 
warded on a long train of flat 
wagons 
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RAILWAY NEWS SECTION 


PERSONAL 


he Rt. Hon. Herbert Morrison has 
n appointed Minister of Supply, in 
cession to the Rt. Hon. Leslie Burgin. 


\Ir. W. H. Peters, F.1.C., has been 
vointed Chairman of Dockers 
thers (Proprietor, Pinchin Johnson 
Co. Ltd.), paint and varnish 
nufacturer, of Birmingham, in 
lition to his previous duties of 
hnical Director. Mr. C. A. F. 
istilow, M.Sc., B.Com., F.1.C., 
s been appointed Joint General 
lanager with Mr. Dudley F. 


per. 


DIAN RAILWAY STAFF CHANGES 

Mr. E. H. N. Lowther has been 
ppointed to officiate asa Divi 

mal Superintendent on the 
i.1.R., as from January 19. 

Mr. G. C. Assheton Smith has 
een appointed to officiate as 
Deputy Chief Operating Super 
intendent, N.W.R., as from 
february 14. 

Mr. E. R. Fleeton has been 
ippointed to officiate as Deputy 
Chief Mechanical Engineer, 
E.I.R., as from January 14. 

Mr. V. P. Bhandarkar has 
ween appointed to officiate as 
General Manager, 


Deputy 
E.B.R., as from 


Personnel, 
february 6. 

Mr. F. G. Langdon, Deputy 
Chief Engineer, Construction, 
G.I.P.R., has been appointed to 
officiate as Chief Engineer of that 
railway as from January 6. 

Mr. W. E. Gurney has succeed 
ed Mr. Langdon as Deputy 
Chief Engineer, Construction. 

Mr. E. R. Casement, Officia 
ting Chief Engineer, E.I.R., has 
been granted 18 months’ leave 
preparatory to retirement as 
from April 16. 

Mr. E. M. Cory, Chief Engineer, 
G.I.P.R., has been granted two years’ 
leave preparatory to retirement as from 
January 6. 

Mr. W. T. Griffiths resumed charge of 
his duties as Deputy General Manager 
Staff), G.I.P.R., on March 9. 

Mr. Theodore E. Thomas, 
Manager (Operation), London 
ver Transport Board, has been invited 
by the Council, and has consented, to 
continue in the office of President of the 
Institute of Transport. 


General 
Passen- 


Mr. Ernest Bevin has been appointed 
Minister of Labour. Mr. Bevin is 
General Secretary of the Transport & 
General Workers’ Union, and during 
his absence it is understood that Mr. 
Arthur Deakin, Assistant General 
Secretary, wili occupy the general 
secretaryship. 


Sir John Charles Walsham Reith, 
G.C.V.O., G.B.E., Kt., who has been 
appointed Minister of Transport, was 
born in 1889 and educated at Glasgow 
Academy, Gresham’s School, Holt, and 
the Royal Technical College, Glasgow. 
He served a five-year apprenticeship 
in Glasgow with the North British 
Locomotive Works, and in 1913 came 





Sir John Reith, G.C.V.0O., G.B.E. 
\ppointed Minister of Transport 


to London as an engineer with S. Pear- 
son & Son Ltd. In the last war, Sir 
John served with the Royal Engineers 
and was wounded at Loos. He was in 
America from 1916-17 in charge of 
contracts for munitions for Great 
Britain, and controlled a staff of 600 
In 1918 entered the depart- 
Civil Engineer-in-Chief, 
Admiraltv. In 1919, he was in charge 
of the liquidation of ordnance and 
engineering contracts for the Ministry 


inspectors. 
ment of the 


of Munitions. He became General 
Manager in 1920 of Sir William Beard- 
more & Co. Ltd., and in 1922 first 


General Manager of the British Broad- 


casting Co. Ltd. He was appointed 
Managing Director in 1923 and was 
Director-General from 1927, when the 


British Broadcasting Corporation re- 
ceived its Royal Charter, until 1938. 
Sir John became Chairman of Imperial 
Airways Limited in 1938 and last year 


was appointed Chairman of the newly- 
formed British Overseas Airways Cor- 
poration. Sir John, who was knighted 
in 1927, became Minister of Information 
in January, 1940, and in April ab- 
sorbed into that Ministry the Press & 
Censorship Bureau. His father was Dr. 
George Reith, who for 50 years was 
Minister of the College Church, Glasgow, 
and was also Moderator of the 
United Free Church of Scotland. 
His grandfather was the General 
Manager of the Grand Trunk 
Railway of Canada, and subse- 
quently for 30 years was head of 
the Clyde Navigation Company. 


Mr. Robert Kinnear, C.E., Chief 
Surveyor of the L.M.S.R. Com- 
pany’s Rating & Valuation Staff 
at Glasgow, who has retired after 
43 years of service, was the guest 
of honour at a luncheon in St. 
Enoch Hotel on May 3. His col- 
leagues in the company presented 
him with a walnut’ writing 
bureau, and H.M. Assessor of 
Public Undertakings (Scotland) 
and his staff, gave him a walnut 
timepiece. Mr. F. Smith, Chief 
Rating Agent, was in the chair. 


Senor Juan Gutierrez has been 
elected by the Syndicate of Rail 
way Workers to the post of 
General Manager of the Mexican 
National Railways, in place of 
Sefhor Salvador J. Romero, who 
resigned on March 10. The 
Council of Administration of the 
National Railways also resigned, 
and the following have been 
elected : Senores Isaac Romero 
Malpica, Juan C. Garcia, Luis 
Reina, José Morales Sanchez, 
J. Ramirez Gamez, and Bernardo 
E. Arias. 

INSTITUTION OF CIVII 
ENGINEERS 

The following elections to associate- 
membership were made on April 23: 

Henry Clare Green, Engineer’s Office, 
Rand New Works, South African Rail- 
ways, Germiston, South Africa. 

Barney Helman, B.Sc., South African 
Railwavs & Harbours, Pietermaritz- 
burg, Natal, South Africa. 


Mr. Harold Wood Robinson, Deputy 
Chief Engineer, Bridges, North Western 
Railway, India, has been appointed 
Deputy Chief Controller of Standardisa- 
tion under the Indian Railway Board. 
He was educated at Portsmouth Gram- 
mar School and Llandovery College, 
and went up to Balliol College, Oxford, 
in 1913; he took first class honours in 
Mathematical Mods. a year later. Mr. 
Robinson joined the Army in 1915, and 
served with the Royal Garrison Artillery 
both at home and in Mesopotamia. After 
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the war, he returned to Oxford, 
passing out in 1921 with first class 
honours in Engineering Finals. 
Mr. Robinson was appointed in 
1923 as an Assistant Executive 
Bridge Engineer on the North 
Western Railway, India, and in 
1928 was transferred to the 
Madras & Southern Mahratta 
Railway as Bridge Engineer, a 
post he held until 1935, when he 
returned to the North Western 
and took over from Mr. Everall 
as Deputy Chief Engineer, 
Bridges It is from this import 
ant position that he has now 
been appointed Deputy Chief 
Controller = of Standardisation 
Civil), where his duties’ will 
include bridge 
standard designing and a wide 
range of research and experi- 
mental testing work on_ behalf 
of all Indian railways. 


supervision of 


Mr. H. J. Green, who, as an 
nounced in our issue of May 10, 
has been appointed Chief Engi 
neer (Civil), London Passenger 
l'ransport Board, received his 
engineering training in America, 
where he was employed on the 
Grand Trunk Pacific Railway 
as Reconnaissance & Survey 
Engineer during preliminary 
work for the route through the 
Yellowhead pass, Rocky Moun- 
Later he was engaged as Con 
struction Engineer on the Mountain 
Division of that railway Immediately 
before the 1914-1919 war he was 
appointed Survey «& 
Engineer for the Pacific Great Eastern 
Railway He returned to England on 
the outbreak of war and enlisted in the 
Royal Fusiliers, and was later commis- 
sioned in the Royal Engineers. He 
was awarded the Military Cross in 1917. 


tains 


Reconnaissance 
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Vr. H. Wood Robinson 


\ppointed Deputy Chief Controller of 
Standardisation, Indian Railway Board 


\fter the war he was engaged in harbour 
and dock construction and later entered 
the service of the Metropolitan Railway 
Company as Assistant Engineer. After 
the death of Mr. E. A. Wilson he was 
appointed Acting Chief Civil Engineer. 
On the formation of the London Pas- 
senger Transport Board he was ap- 
pointed Assistant Civil Engineer, and in 
January, 1938, became Assistant to the 
Chief Engineer. In February, 1939, he 





Vr. H. J. Green 


Appointed Chief Engineer (Civil), London 


Passenger Transport Board 


Mr. A. E. H. Brown 


Acting District Superintendent, Sunderland, 
London & North Eastern Railway 


May 17, 1940 


became Assistant Chief Engine: 
(Civil), and in February last, wa 
appointed Deputy Chief Engine: 
(Civil). Mr. Green is a Memlbi 
of the Institution of Civil Ene 
neers, a Member of the Institi 
tion of Mechanical Engineer 
and a Member of the Institut 
of Transport. 


Mr. A. E. H. Brown, who, 
announced in our issue of Ap 
26, is to act as District Supe 
intendent, Sunderland, Lond 
& North Eastern Railway, w 
educated at Oundle School. | 
entered the service of the Gre; 
Eastern Railway in the depa 
ment of the Superintendent 
Operations after being demob 
lised from the Army in 191¢ 
Two years later he was trans 
ferred to the Civil Engineer 
department, and in 1923 was cd: 
tailed to the Divisional Genet 
Manager's office to assist M1 
FF. V. Russell in the preparatio 
of various schemes for th 
electrification of suburban an 
main lines. Mr. Brown wa 
appointed Assistant Yardmaste1 
at Ferme Park in 1931, Assistan 
Stationmaster, King’s Cross, i 
1933, and Deputy Chief Con 
troller, Central Control (Southern 
Area), in 1935. In 1937 he went 
to King’s Cross as Assistant t 
the District Superintendent, and was 
appointed full Assistant in 1939, which 
post he now relinquishes to go to 
Sunderland. He served on Mr. Frank 
Pick’s London Evacuation Committee, 
and for the past 18 months has also 
been District Air Raids Precautions 
Officer for the King’s Cross District. 

We regret to record the death on 
May 14 of Mr. E. W. Hallam, Chief 





The late Mr. E. W. Hallam 


Chief Assistant to the Assistant Engineer (Signals 
& Telegraphs) Southern Railway, 1939-1940 
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sistant to the Assistant Engineer 
gnals & Telegraphs), Southern Rail- 
y. Mr. Hallam was a pupil of the 

Mr. J. P. O'Donnell at the Chip- 
tham works of the firm of Evans, 
Donnell, later controlled by Saxby & 
rmer Limited, and was trained in 
ttern shop, foundry, locking shop, 
| room, precision machine shop, on 
eumatic tool manufacture, and pneu- 
tic signalling apparatus. After a 
riod in the drawing office there, he 


ned the _ installation staff of the 
itish Pneumatic Signal Co. Ltd., 
en the pneumatic signalling was 


ing put in between Gorton and 
dley Junction on the former Great 
ntral Railway. As a further training 
modern drawing office methods, he 
ined, by virtue of his engineering 
rtificates at the Chippenham Tech- 
al Institute, a position as a 
raughtsman at the firm of James 
impson, hydraulic engineer and maker 
pumping machinery. In 1906, Mr. 
fallam joined the signal department of 
e Chatham section of the S.E. & 
R., and served in various capacities 
vering Draughtsman, Inspector, and 
\ssistant. He was appointed in 
january, 1923, Acting Signal Superin- 
ndent of the S.E. & C.R., and kept 
iat grade under the grouping. He 
s appointed Chief Assistant to the 
\ssistant Engineer (Signal & Tele- 
raphs), Southern Railway, last 
\ugust. He was a Member of Council 
ff the Institution of Railway Signal 
Engineers; and aé_ Fellow of the 
Permanent Way Institution. 


L.M.S.R. APPOINTMENTS 

The following appointments are an- 
1ounced :— 

Mr. G. R. Parker, Assistant Divisional 
Controller (Freight Services), Office of 
Divisional Superintendent of Opera- 
tion, Crewe, to be District Controller, 
Crewe. 

Mr. S. F. Green, Assistant Divisional 
Controller (Freight Services), Office of 
Divisional Superintendent of Opera- 
tion, Crewe, to be District Controller, 
Rugby. 

Mr. S. T. Clayton, 
motive Superintendent, 


District Loco- 
Bank Hall, 


to be District Locomotive Superin- 
tendent, Rugby. 
Mr. A. H. Madden, Assistant, Office 


of Divisional Superintendent of Opera- 
tion, Crewe, to be District Locomotive 
Superintendent, Bank Hall. 

Mr. J. E. Wood, District Locomotive 
Superintendent, Plaistow, to be District 


Locomotive Superintendent, Notting- 
ham. 
Mr. T. F. Mitchell, Assistant, Office 


of Superintendent of Motive Power, 
Watford, to be District Locomotive 
Superintendent, Plaistow. 

Mr. J. Gibson, District Locomotive 
Superintendent, Perth, to be District 
Locomotive Superintendent, Corkerhill. 

Mr. G. Phillips, District Locomotive 
Foreman, Ayr, to be District Loco- 
motive Superintendent, Perth. 

Mr. E. Glendinning, Locomotive Fore- 
man, St. Rollox, to be District Loco- 
motive Superintendent, St. Rollox. 
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Proposed Increase in London Transport Fares 


Changes to be considered by Consultative Committee next Wednesday 


(See editorial note on page 693) 


The proposals which the Railway 
Executive Committee has made to the 
Minister of Transport for increasing the 
fares on the road _ services of the 
London Passenger Transport Board 
will be considered by the Consultative 
Committee to the Minister when it sits 
in public on May 22 in the Brooklyn 
Hall at Bush House, W.C.2. 

The outline of the increase and 
adjustment of fares which have been 
proposed by the Railway Executive 
Committee is as follows :— 

1—Railways, trams, and trolley- 
buses, the fares of which are subject to 
statutory maxima, and central buses. 

(A)—Existing ordinary road or rail 
fares of Id. to be increased to 13d. 

(B)—Existing ordinary fares of 2d. 
and over. The standard distance (two 
stages for each penny) covered by each 
fare to be shortened by one stage (e.g. 
three stages for 2d., four or five stages 
for 3d., six or seven stages for 4d., and 
so on). No ordinary single fare to be 
increased by more than 1d. 

(C)—Existing rail ordinary fares be- 
tween 2d. and 6d. (inclusive). The 
distance covered by each fare to be 
adjusted so thut the new fares will 
correspond as nearly as may be with 
the road fares as adjusted, under para- 
graph (B) hereof. 

(D)—Existing ordinary rail fares of 
7d. and over. To be increased by 10 
per cent., fractions of one penny if less 
than one half to be dropped, and if one 
half or more to be reckoned as one 
penny. 

(E)—Workmen’s fares. 

(i) Trams and trolleybuses and 
railways other than the Metro- 
politan railway of the transport 
board’s system: These fares are 
generally on the basis of a work- 
man’s return journey for the ordi- 
nary single fare and_ will be 
adjusted so as to maintain that 
basis in relation to the new ordi- 
nary fares. The present minimum 
fare of 2d. in respect of trams and 
trolleybuses will be increased to 
3d. No workmen’s fare on tram 
or trolleybus routes to be increased 
by more than Id. The existing 
minimum fare of 3d. on the rail- 
ways (other than the Metropolitan 
Railway) will be retained. 

(ii) Metropolitan Railway. To 
be increased by 10 per cent. on the 
existing fare, fractions of 1d. to be 
dealt with as follow: If under one 
quarter to be dropped, one half 
and less than three quarters to be 
charged as 3d., three quarters and 
over to be charged as 1d. 

(F)—Rail and _ road-rail 


season 


tickets. Existing rail rates (including 
the rail portion of road-rail rates) 


below the level of the proposed new 
scale set out in column 3 of the table 
set out hereunder to be increased to 


that level subject to a maximum in- 
crease of 20 per cent. 


STANDARD SCALE OF QUARTERLY RAIL SEASON 
TICKET RATES AND PROPOSED NEW SCALE 


New Ordinary Existing Proposed 
single rail fares scale new scale 
s. d. s. d. s. d. 
| (present 20 0 
fare) 
14 20 0 
; 3 6 22 6 
6 
32 6 32 6 
4 6 
42 6 42 6 
5 50 0 50 0 
6 55 0 57 6 
7 60 0 65 0 


Note: a. Rates corresponding to existing ordinary 
fares of 7d. and over to be increased by 10 per cent. sub- 
ject to the same fractions rules as will apply to the main- 
line companies’ season ticket rates, viz. :—In quarterly 
and monthly rates—-fractions of 3d. charged as 3d. In 
weekly rates—fractions of Id. if less than $d. dropped ; 
if $d. or more charged as Id. 

b. In both scales the monthly rates are one third of 
the quarterly rates plus 10 per cent. and weekly rates 
one quarter of the monthly rates plus 10 per cent. 
suitably rounded to convenient denominations. 

c. The road portion of road-rail rates to be increased 
by 10 per cent. fractions of 3d. to be charged as 3d. 

(G)—Rail cheap day return fares of 
7d. and over. To be increased by 
10 per cent., fractions of 1d. if less 
than one half to be dropped, if one 
half or more to be reckoned as 1d. 

(H)— , 

(i) Distance covered by cheap 
midday fares of 2d. on certain 
tram and trolleybus routes and 
parallel bus routes to be adjusted 
to correspond with shorter distance 
of availability of the adjusted 4d. 
ordinary fare. 

(ii) The ‘‘ all the way ’’ return 
fare of 9d. on certain tram routes 
and parallel bus routes to be in- 
creased to 10d. 

(iii) Road-rail ordinary fares to 
be withdrawn. 

2—Coaches and Country Buses. 

(A)—All coach or country bus fares 
of 1d. will be increased to 14d. 

(B)—Coach single fares and country 
bus fares of 2d. or more, except as pro- 
vided -in paragraph (C), will be 
adjusted where practicable in such a 
way as to secure additional revenue. 
No existing fare up to and including 
1s. 2d. will be increased by more than 
id. and no existing fare exceeding 
Is. 2d. will be increased by more than 
the amount by which an ordinary or 
exceptional fare of equal value on the 
main-line railways will be increased 
under the proposals set out in Part I. 

(C)—Country bus fares of 2d. and 
over on certain limited sections of 
routes operated by country buses in 
common with central buses, will be 
adjusted in the same manner as the 
central bus fares. 

(D)—Coach return fares and season 
ticket rates. Coach return fares will be 
increased by 10. per cent. subject to 
fractions of 3d. if less than 1}d. being 
dropped, 14d. and over being reckoned 
as 3d. Coach season ticket rates will 
be correspondingly increased as they 
are based on the return fares. 
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TRANSPORT SERVICES AND THE WAR—38 


German invasion of the Low Countries—Maps of the railways of 


Belgium and Holland 


rhe war entered upon a new and intensive phase in the 
arly hours of last Friday (May 10) when Germany invaded 
the Netherlands, Belgium, and Luxembourg. Both in offence 
and defence, this campaign is concerned even more greatly 
with land transport in general, and railways in particular, 
than previous operations of the present war. Accordingly, 
we believe that the up-to-date railway maps which we repro 
duce of the invaded countries will prove of service to all 
railwaymen in their appreciation of the military position 
from day to day 


Holland and Belgium 


First signs of renewed tension in the Low Countries 
appeared on May 4, when the Dutch Prime Minister 
innounced in a broadcast that a number of Dutch Nazis, 
would-be Quislings, had been arrested and interned. Army 
leave was cancelled; normal railway and road traftic was 
being maintained but most of this was military. On May 7, 
apparently the situation had further deteriorated, 
normal railway services were suspended, a skeleton time 
table of steam-operated trains, less than 20 per cent. of the 
normal, was introduced for the purpose of keeping paths 
clear for military trains at the shortest notice. Phrough 
train services to Belgium and France were the only ones 
not affected. Passengers who could not be accommodated 
on trains were conveyed on hastily chartered coaches and 
bust On May 9 electric 
electrified lines 

Up till the end of the day’s service on May 9, no signs 
of an immediate invasion were noticeable; actually a notic¢ 
that normal railway services would be resumed from May 11 
was published that same day The German invasion began 
during the early hours of May 10, and on land only frontier 
railway stations were seized by the invaders. The main force 
of the invasion was from the air and was directed against 
the airports In one of these raids the new Amstel station 
it Amsterdam was hit Normal train working was at once 
suspended, and only military and evacuation trains were 
run, but the outgoing trains to Brussels and Paris were still 
Railway bridges across 
the rivers near the German frontier were destroyed at onc 


when 


running was resumed on the 


maintained on the first day of war 


possible evacuated, 

In Belgium no special measures had been found necessary 
during the last pre-invasion days, and all rail and road traffi 
remained normal. fhe only transport measure taken had 
been the suspension of one outward mail steamer service from 
Ostend on May 6 and one inward on the next day. On May 
8 and 9 the mail steamer sailings were normal. Immediately 
general mobilisation was 
maintained on the normal 
timetable but the military had preference before other pas 
engers on all trains Road traffic was stopped, most 
vehicles being commandeered at once [The boat train to 
Ostend ran as usual, but the mail steamer did not sail. The 
internal train services were maintained very regularly, and 
the Paris train service was run normally. As in Holland, 
the main force of the invasion was directed from the air, 
with apparently little success that day. British and French 
trcops coming to the aid of the new Allies used the roads, 
ind railway services were maintained fully and efficiently, 
without any interruptions or serious delays, even in those 
districts where frequent air raid warnings were sounded 
during the day. 

It is impossible at the moment to detail the many ways in 
which railway transport is proving a vital factor in the cam 
paign in the Low Countries, but it is not without interest to 
recall that on Thursday (May 9), the day before the inva 
sion, an official German radio instruction was given banning 
Whitsun pleasure trips by rail and stating that ‘‘ the German 


nd rolling stock as far as 


the news of the invasion came in, 


innounced rain services were 


Whitsuntide traffic 


French war transport 


railways have other and more imperative tasks nowad 
Renunciation is a patriotic duty and a proof that every 
is ready to fall into line with the national community 
these hard times of war.’’ 

German air attacks have been directed against 1 
important railway junctions and stations, and Jem 
station was among the first reported to have been hea 
bombed on May 10. The Dutch are stated to have destroy 
various German armoured trains, including four near Ve1 
and the R.A.F. to have bombed railways in Germany, acri 
the Dutch frontier. 

The Moerdijk bridge—the longest in Holland—was < 
tured by German Forces, and this probably played a ve 
important part in causing the Dutch Commander-in-Ch 
to capitulate on May 14, by which time the Dutch tro 
and aircraft had suffered grave losses. 


Whitsuntide Traffic in Great Britain 

The Government made the following announcement in 
1 p.m. broadcast on Friday last: ‘‘ The invasion of Holla 
and Belgium has created a situation in which it is imperati 
that the people of this’ country should forgo their Whitsu 
tide holiday, should remain at work so far as is practicabl 
and should avoid all unnecessary travel The Government h 
cancelled the Whitsuntide holiday and the King’s Birthda 
holiday for all Civil Servants and workers in industrial estal 
lishments. Additional holiday services which the railwa 
companies and other transport authorities were proposing 
run are being cancelled or severely restricted.’’ 

The Railway Executive Committee advised the B.B.( it 
12.40 p.m as follows: ‘‘ The Railway Executive Committe: 
states that, in view of the Government announcement, the 
additional trains which the 


+) 


railways proposed to run_ for 
holidaymakers have been cancelled Normal train service 
will operate as far as possible.’’ The B.B.( announced at 
‘* Additional trains which were to have run fo1 


1.25 p.m 
Normal train service 


holidaymakers have been cancelled 
will operate as far as possible ie 

In addition, the Railway Executive Committee issued the 
following statement to the press: ‘ In accordance with the 
wish of the Government that the coming weekend shall be 
regarded as an ordinary weekend, the additional trains which 
the railways proposed to run for holidaymakers have bee 
cancelled Throughout the weekend, normal Saturday 
Sunday, and Monday train services will be maintained as fat 
All railway goods stations and depots will work 


as possible. 
Chev were to have closed 


normally throughout the weekend. 
for the Bank holiday.’ (See picture on page 717.) 

We also learn from the Railway Executive Committee that 
members of the public made an instant response to thi 
Government direction to forgo their Whitsuntide holidays 
At the main-line railway stations on Saturday about the usual 
numbers of persons for a normal weekend at this time of the 
year were travelling. The additional trains which were to 
have been run last Saturday for the Newbury race meeting 
were cancelled. 


Cheap Tickets for Visitors to the Wounded 


The War Office states that the use of railway concession 
vouchers has been extended to include mother, father, sisters, 
and brothers wishing to visit unmarried members of the Army 
lying ill or wounded in hospital in Great Britain, in cases 
where the fare is paid by the relatives at the time of booking. 
The concession, which became operative on May 1, applies 
to the relatives of all ranks, including members of the Auxiliary 
Territorial Service and Members of Voluntary Aid Detach 
ments, and is available for not more than two relatives on 
the occasion of each visit. Tickets at reduced rates will be 
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The railways 


issued upon the surrender at the booking office of Army Forms 
01798, in the case of relatives of officers, and Army Forms 
B. 295 B, for relatives of other ranks, on payment of the 
appropriate fare. The forms, which must be endorsed by 
the issuing officer ‘“Mother (or other relative as the case 
may be) visiting soldier in hospital,’’ are available for journeys 
in Great Britain only, and not for a cross-Channel journey. 


London Recreational Centre for Canadian Officers 


Shortly after the beginning of the war a recreational club 
for Canadian officers was established in the Canadian National 


of Holland 


Railways building in Cockspur Street. This club has proved 
so popular that a transfer to larger premises in Cunard House 
was made last weekend. 


Weston, Clevedon & Portishead Light Railway 
Notification has been given that all classes of traffic will 
cease to be carried on the Weston, Clevedon & Portishead 
Light Railway after May 18. This undertaking is not one 
of those included in the Railway Control Order of Septem- 
ber 1, 1939, under which the Minister of Transport took 
control of the main railway systems of Great Britain. 
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Denmark—Germany Train Ferry 

The train ferry service between Gedser in Denmark, an: 

varnemiinde in Germany, has been cancelled, according t 

announcement of May 10 on the German-controlled 
penhagen radio. 


L.M.S.R. War Veteran Locomotives 
Of the 7,644 locomotives in use on the L.M.S.R., 81 are 
itive service veterans ’’ of the last war. They are the 
rvivors of 246 locomotives belonging to constituent com 
nies of the L.M.S.R. which were sent overseas in the 
t war for transport duty on the Western Front and else 


here. Some of these 246 engines did not return from the 
ir, and others have since been withdrawn from traffic. The 
| surviving engines comprise 38 which originated on the 


mer London & North Western Railway, 18 of the former 
incashire & Yorkshire Railway, and 25 Scottish loco 
iotives. 

French Transport Services in the War 

\ vast amount of adaptation of railway resources to wat 
eeds is part of the daily work of the French National Railways 
S.N.C.F.). Some of the rolling stock which is constantly 
ngaged in war transport to supply the needs of France's 
lillions of mobilised men has required transformation for 
pecial purposes. Red Cross ambulance trains have been 
formed by the conversion of the special type of capacious 
oaches familiar to passengers on the Paris suburban lines. 
lhese vehicles, which have been fitted up for the conveyance 
wounded from the front, are provided with ample lighting 
ind heating equipment. 

\rmy kitchens, which form an indispensable feature of 
military requirements, are forwarded in long trains of flat 
wagons to the armies at the front or in reserve. In troop 
trains such a kitchen is sometimes mounted on a wagon, and 


“EMERGENCY NOTICE 


ADDITIONAL HOLIDAY 
SERVICES WHICH THE 
RAILWAY COMPANIES 
AND OTHER TRANSPORT 
AUTHORITIES WERE 
PROPOSING TO RUN ARE 
BEING CANCELLED OR * 
SEVERELY RESTRICTED 
THROUGHOUT THE 
WEEK-END. 

NORMAL SATURDAY, 
SUNDAY AND MONDAY 
TRAIN SERVICES WILL 
BE MAINTAINED AS 
FAR AS POSSIBLE. 
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soup prepared en voute is served to the soldiers during a halt. 
Wine is the standard beverage in the French army. Every 
soldier on active service is allowed a litre or 1? pints a day of 
‘pinard ”’ as he dubs it. On this scale enormous quantities 
are needed to maintain the daily ration for millions of fighting 
men. Happily the wine resources of France are equal to the 
call. In addition, North Africa can furnish huge supplies. 
It was recertly estimated that in Algerian ports there 
are available at present eleven million  hectolitres, or 
242,000,000 gal., as the hectolitre (100 litres) is equivalent to 
22 gal. Much of this will be shipped to France and, as it is 
cheaper than French ordinary wine, it will tend to keep 
prices down. Wine is welcome to the troops at all times, but 
in the severe wintry weather they like it served warm with 
sugar in it. A national collection was made recently to 
ensure that the men shall always have warm wine in cold 
weather and an initial sum of five million francs has been 
invested in armament bonds to maintain the Vin chaud 
service. The transport of the wine to the front calls for 
long trains of trucks loaded with barrels. 

Commissariat needs also call for the collection of large 
supplies of fresh vegetables and other foodstuffs daily. 
Lorries bring these supplies to the goods yards, where they 
are loaded into vans and despatched to the armies. Coal and 
oil fuel stocks must also be furnished to the armies and make 
further demands on the railway rolling stock. To guard 
against air raids, anti-aircraft weapons are kept in position 
on trucks ready to ward off attacks. The movement of the 
huge 16-in. guns into specified positions on rails behind the 
front is another task of railwaymen on duty in the army. 
Railears are doing good service behind the lines and are in 
frequent service by commanding officers making inspection 
tours 


Special trains provide for the transport of soldiers on leave 





{ hand-written notice prepared overnight and displayed on the Southern Railway pedestal boards in the 


concourses of main-line stations early on Saturday morning, May 1). Right : Composite photographic poster designed 
to show the public some of the many ways in which the Southern Railway is helping the war effort 
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in France These trains, made up at stations near the front 
or at reserve depots, convey the men to control centres near 
Paris and other cities. These control stations are reserved 
exclusively for military purposes. When the men alight they 
make their way to motorbuses or, in the Paris area, to Metro 


static If not staying in Paris, the men go on to provincial 
towns and villages by express or ordinary passenger trains, 
which are generally crowded in these times of reduced services, 

» that it is often difficult to find even standing room in the 
corridors. Many of the trains comprise as many as fifteen 
{ dal 

On M 10 the Paris radio announced that civilian travel 
on t French railways had been stopped for the time being. 
W { German aircraft made attacks that day on widely 
separated districts of France, and bombs were dropped o1 

Lily tations and lines, 


among other objectives. I he 
» Paris were those at Pontoise, about 20 miles % 
vest, on the main railway line to Dieppe. 


French Road Transport Restrictions Lifted 
ecree modifving the regulations for public and private 
tra rt of goods by road in France for the duration of the 


is published in the Journal Officiel of May 1, and came 


into force immediately In a preamble, the Decree states 
that the changes in road and rail co-ordination now made aim 
on the ne hand at reducing the consumption of petrol and 
fuel | and on the other at a rational use of road vehicles for 
transport Hence the stipulations of the Decree dated 
Octob 10, 1939, favouring the use of producer-gas motors, 
are maintained, and extended to cover other vehicles driven 
by tor power of national origin In regard to the second 


ain t tated that experience in the face of growing trans 


eds had shown that the existing regulations were too 


pr ‘ 

rigid and that greater flexibility was necessary \ maximum 
vield of national transport as a whole, by rail and by road 
lorri is the goal to be attained, but complete liberty for 


road transport would run contrary to this purpose. It would 
lead to the great majority of road vehicles competing for the 
remunerative long-distance traffic, which at present cannot 
be maintained in a fully satisfactory manner by the railways. 
| his would result in a scarcity of road lorries for short-distance 
transport and consequently railway goods stations would be 
badly served and goods depots congested, so that railway 
wagol could not be kept moving. The relief that road 
carriers could give to long-distance rail traffic would be far 
from compensating the drawbacks arising from the paralysis 
of short-distance transport, and in fact transport efficiency 
as a whole would be diminished. 

For this reason, the Decree provides complete freedom for 
all road vehicles in each departmental (county) zone, but 
makes a distinction between light and heavy lorries engaged 
in public transport outside that zone. Heavy lorries are 
freed from all restrictions and formalities in long-distance 
traffic, because the development of armament and national 
defence industries and the decentralisation of factories require 
permanent connections by road. As excessive formalities 
and delays hamper such traffic, permanent permits will be 
issued to private transport undertakings for such long-distance 
traffic wherever necessary. These private transport vehicles 
will be allowed to pick up return loads, moreover, the existing 
regulation forbidding such a practice being suppressed for 
the duration of the war. 

The Decree comprises 20 articles. Two principal headings 
deal respectively with public and private goods transport 
undertakings Nine of the articles define the rights of public 
transport ; they are given unrestricted liberty in each depart- 
mental zone and in the short-distance zone, which may include 
adjacent departments. Also they are free to choose their 
itineraries, tariffs, and goods. Outside these limits long- 
distance transport is prohibited for vehicles with a load 
capacity of less than seven tons, but exceptions may be made 
for transport of national interest or for transport which 
cannot be assured under suitable conditions by rail. Other 
exceptions are made for lorries using motive power of national 
origin, and for furniture-removing vans. These vans may 
also receive permits valid for the whole of France without 
load restrictions. Prices of all long-distance public carriers 
must be at least equal to those of the railways, including 
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terminal charges. Public transporters must be members 
some professional group and give priority to transport 
national interest. 

Private transport rights are defined in three articles. Sy 
transport is entirely unrestricted in the short-distance zon: 
Outside these zones the carriers must have special permi 
specifying the number and tonnage of the vehicles and 
kind of goods. Other vehicles may be given permits in cas 
where the railways cannot assure transport under suital 
conditions Vehicles of less than twelve tons gross weight 
running order may receive permits if driven by motive pow 
of national origin. Any private transporter may be authoris 
to use his vehicles for public transport within the limits of t 
department in which he is working. He is also permitted 
pick up return loads without restriction J 


Switzerland 

General mobilisation in Switzerland wa decreed on Frid 
last, the day that Germany invaded the Low Countries, 
on Saturday rhe Swiss Army St 
innounced on Friday evening that German aircraft 
dropped bombs which had damaged the railway betw 
Delémont (Delsberg) and Mottier (Miinster), but with 
stopping the traffic. Railway traffic from Germany to Sw 
zerland on the Freiburg—Basle line was suspended at mi 
night on Saturday last due to the damage to the railway | 
French artillery and Allicd air bombardment. It was lat: 
reported that part of the Istein tunnel had been destroy 
Afterwards an improvised through passenger service w 
arranged by using a motorcoach connection between Miilbei: 
and Efringen Very large troop concentrations in Germa 
to the north of the Swiss frontier have been reported. O 
May 15 it was announced that transit across the frontier 
Basle had Leen closed to all but those with diplomat 


this was carried out 


passports. 
The New Russia—Finland Railway 
The 100-mile section of railway between Kandalaksha (: 

the Murmansk Railway), and Kuolajarvi (in one of the area 
recently ceded by Finland to Russia) is now completed 
according to a Moscow announcement of May 4. This is par 
of the new line for which provision was made under thx 
Finnish-Soviet Peace Treaty. Work is understood to be pri 
ceeding rapidly on the remaining section, between Kuola 
jirvi and Kemijirvi; connection will be made at the latte: 
point with the existing Finnish railway to the head of th 
Gulf of Bothnia. The approximate course of the new lin 
was shown on the map we published at page 474 of our 
March 29 issue. 


International Communications and Air Lines 
On May 10 the Postmaster-General announced the tem 
porary suspension of the mail services, including air mails, 
and the money order services to Holland, 
Luxembourg. Telegrams for these countries are accepted 
only at the risk of the senders and are liable to considerabl 
delay. The telephone service with these countries is tem 


3elgium, and 


porarily suspended. 

On May 14 the Postmaster-General announced that corre 
spondence and money orders may again be sent to Finland, 
but the service is subject to heavy delay. The air mail and 
parcel post services are still suspended and insured letters 
cannot be accepted. 

A daily passenger air service between Moscow and Stock- 
holm was resumed on May 8, as forecast in these columns. 
On May 5 the Finnish and Swedish air lines decided to 
reduce their passenger service between Helsinki and Stock 
holm to one flight a day in each direction, with an inter 
mediate landing at Turku, because of the scarcity of aviation 
spirit. 
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British Trade with Egypt 


A New Chamber of Commerce 


[he importance of Egypt as a 
arket, and the progressive annual in 
British exports to that 
untry during the last six years, wer 
ts brought out in speeches at the 
wheon held at the Savoy Hotel, 
ndon, on May 9, to inaugurate th 
inglo-Egyptian Chamber of Commerc: 
his body, formed on the initiative o 

Egyptian Ambassador in London 
ir. Hassan Nachat Pasha, already ha 
irly 400 members, representing the 
1ajority of the institutions and firms 
nown in Anglo-Egyptian commercial 


] 
rcies. 


ease ot 


Lord Greenwood presided at the 
incheon, and read a message of good 
ishes from the Prime Minister of 
gypt. Of that country, and its valu 

in ally, Lord Greenwood spoke 
ppreciatively Introducing Sit 
Andrew Duncan, President of th 


joard of Trade, who 


was the principal 
iest, the Chairman said he com 
confidence of the com 
ercial community, and, in addition t 

high qualifications for his minis 
rial post, he had the advantage of 


st-hand | 


anded the 


knowledge of CVery 
Dominion. 

Sir Andrew Duncan reaffirmed the 
essing given to the new Chamber of 
Commerce by the Board of Trade and 


id that the stress of war had empha 


ised the need for organisation in 
ndustry and commerce. In that con 
nection he mentioned the recent set 
ting up of the Anglo-Egyptian Joint 


Committee for the purpose of studying 
ll questions relating to the ibsorption 
f the products of each country in th 
markets of the other and thus facilitat 
ng the flow of trade between the tw 
ountries. 

Phe United Kingdom, he proceeded, 
iad always had close CCONOINIC rela 
tions with Egypt and a great interest 
in her welfare. Last year, the United 
Kingdom took 35 per cent. of Egypt’s 
exports and her purchases were valued 
t £11,326,000, a figure more than 
three times greater than that of the 
value of exports taken by any othet 
ountry; and the second on the list of 
mporters of Egyptian goods was our 
ally, France. Last year also Great 
Britain supplied 27-5 per cent. of 
Egypt’s total imports—a greater per 
entage than for any year since 1924. 

The vital importance of cotton to 
Egypt was fully appreciated by H.M. 
Government. In spite of the disloca 
tion due to the war, Egypt had up to 
date been able to sell a high proportion 
of the 1939 cotton crop at favourable 
compared with those ruling 
before the war. The United Kingdom 
had helped both the price at which 
sales were made and the actual dis 
posal of the crop. This season, pur 
hases by the British Empire and 
France had more than made up fo! 
the loss of markets in Germany and 


prices 


German-occupied territories. In other 
commodities, too, this country was an 
important market for Egypt. She took 
nearly all Egypt’s second most valu 
able export, namely, cotton seed, and 
bought nearly £1,000,000 
worth of cotton seed cake, Egypt was 
1 buyer of most of the goods pro 
duced by our staple export industries 

coal, cotton and woollen manufactures, 
iron and steel, machinery, and vehicles 
The British share of the Egyptian 
cotton picce-goods market, however, 
had declined from 64 per cent. of the 
total in 1927 to 25 per cent. in 1938. 

I he aericultural and industrial 
development of Egypt had been helped 
by British skill and British capital. 
British engineers assisted in building 
the Aswan dam and in developing thi 
vreat and very” efficient = irrigation 
ystem. Ihe resources of British in 


she also 
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dustry would be available for the 
further developments now being 
planned at Aswan. This war had 
demonstrated clearly how closely the 
interests of the United Kingdom and 
Egypt are linked. It was to the benefit 
of both countries that they should co- 
operate yet further on an equal footing 
in a spirit of enlightened self-interest 
and increase both their cultural and 
their economic connections with each 
other. 

Ihe Egyptian Ambassador reviewed 
the steps leading to the formation of 
the Anglo-Egyptian Chamber of Com 
merce, and said that already it had 
done very good work. New markets 
had been opened and trade enquiries 
in both directions were being received 
every day. The figures for the first 
quarter of 1940, as compared with the 
first quarter of 1939, showed that 
British exports to Egypt had increased 
from £2,420,439 to £3,183,073, and 
that Egypt's exports to the United 
Kingdom had increased from £3,672,573 
to £4,003,546 








STAFF AND LABOUR MATTERS 


Scottish Iron & Steel Trades 

fhe Industrial Court, on April 16, 
heard a claim by the Scottish Iron & 
Steel Trades Joint Committee for an 
advance in wages of 15s. a week for 
craftsmen whom it represents, employed 
at the works of the members of No. 1 
Division of the Iron & Steel Trades 
Employers’ Association, on which there 
has been failure to agree. The claim 
was submitted on the grounds of the 
prosperity and profits of the steel 
industry, the increased cost of living, 
and because men employed on the three 
shift system were worse off than in 
1931. While the Court was in agree- 
ment that there should be an advance 
in wages of 5s. a week from February 18, 
it was unable to agree as to its award 
on the remainder of the claim, and the 
President of the Court, acting as Chair- 
man of the Division, awarded that all 
craftsmen covered by the terms of 
reference employed on the three shift 
system shall, when so employed, receive 
an additional advance in wages of 2s. 
a week from a current date. 


Whitsuntide Holiday 


With the cancellation by the Govern- 
ment of the Whitsun Monday bank 
holiday, railway workers, like those of 
other industries, were at work as usual 
on Monday. \ll the Railway Wages 
\greements contain special provision 
in regard to work on Whitsun Monday. 
The arrangements for the largest section 
of staff, the salaried and conciliation 
orades, are that for those who work 
on Whitsun Monday a day's leave in 
lieu is to be granted at some other time 
during the holiday season, while the 
arrangements in regard to workshop 
staff are covered by Industrial Court 
Award No. 728. This award provides 


that payment at the rate of time-and 
a-half shall be made for those who are 
required to work on Whitsun Monday 
if normal work is suspended. 
of whom the railway companies employ 
large numbers, are to be paid the usual 
bank holiday rate of double time. 


Dockers, 








Shares and the Budget 

By placing a limit on equity dividends 
the Government is also placing a limit 
on the value of shares, and indeed in 
some cases, owing to the Chancellor of 
the Exchequer’s proposal, many ordin- 
ary shares have declined seriously. This 
revenue under three 
heads loss in receipts from death 
duties owing to lower valuations of 
loss in surtax through 
preventing higher dividends, thus pre 
cluding many from the surtax class who 
would otherwise enter it ; and lastly the 
loss to the revenue on stamp duties on 
Stock Exchange transactions which are 


id valorem and would bring increased 


means loss ot 


deceased estates ; 


revenue to the Treasury were share 
values to rise.—.Vr. George Wingate in a 
lettey to ‘‘ The Times. ’”’ 








L.N.E.R. Camping Coaches 

Last week we announced that the 
L.N.E.R. was proceeding with its pro- 
gramme of camping coach facilities for 
the current season. Full details have 
now been issued in a pamphlet which 
shows that 80 coaches will be provided 
at 66 sites. With but two exceptions, 
those at Mundesley-on-Sea and at 
Goathlands, the charge for the occupa- 
tion of camping coaches is £3 lds. a 
week. The vehicles have been equipped 
to comply with the blackout regulations. 
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QUESTIONS IN PARLIAMEN 


Railway Fare Increases 
Myr | Shinwell Seaham Lab , ol 
May 8, asked the Minister of Transport 
he was aware that increases in 
including London Transport, 
were ) Many cases, in excess ol 10 per 


whethet 


rall fares 


cent if this was in accordance with 
the agreement reached with the railway 
companies and what action he in 
tended to take to prevent passengers 
being torced to pay the increased rates 


Captain Wallace I would refer the 
ho member to the Railways (Addi 


tional Charges Order 1940, dated 
\pril 17, 1940 (Statutory Rules and 
Orders, 1940, No. 586), under which the 


uthorised addition to railway fares is 


10 per cent. of the fare in operation, 
subject to certain fractions rules It 
was necessary to adopt some practical 
rules for dealing with fractions of a 
pent ind those adopted on_ this 
occasion were rules which have’ been 


applied by the Railway Rates Tribunal 
hen increasing certain charges in the 
am aware that the effect of those 
rules is to increase certain fares by 
n 10 per cent., but this is offset 
by the fact that other fares are not 


increased at all, or are subject to an 


" & 


increase of less than 10 per cent 
Later Captain Wallace circulated the 
explanation of the fractions 


In the case of tares other than certain 
workmen s fares referred to later, the 
rule Kule A) is that, in determining 
the amount of the additional charge, 
fractions of a penny if less than one 
half are to be dropped, if one-halt 
or more are to be charged as a penny 
rhe effect is that fares up to 43d. are 
not increased at all one penny is 
added t fares of 5d. to Is. 2d repre 
enting an increase of from 20 pet 
cent. down to 7-1 per cent twopence 
is added to fares of Is. 3d. to 2s., repre 
senting an increase of from 13-3 per 
cent. down to 8-3 per cent. and so on 


In the case of workmen's fares, 
except fares lor convevance locally 
upo! the railways ft the London 
Passet fransport Board (other than 


the Metropolitan Railway the rule 


Rul b) is that, in determining the 
amount of the additional charge, frac 
tior f one penny if less than one 
quart ire to be dropped, if one 
quarter and less than three-quarters 
are to be charged as $d., if three-quarters 
or over are to be charged as Id The 
etiect of this rule is that fares of Id. 
to 2 ire not increased at all td 
l ulded to tares ol 24d to 7d., repre 
senting an increase of from 20 per cent 
down to 7:1 per cent Id. is added to 
fare 73d. to Is., representing an 
increas ot 13-3 per cent. down to 
8-3 cent I3d. is added to fares 
of Is. Id. to Is. Sd., representing an 


increase of 11-5 per cent. down to 8-8 
pel cent and so on 

The special rule (Rule B) applicable 
to workmen's fares has not been applied 
to fares for the convevance locally of 
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workmen upon the railways of the 
London Transport Board 
other than the Metropolitan Railway), 
for the reason that it was desired to 
avoid disturbing the board’s practice 
of charging for the convevance of work 
men on these railwavs the single 
ordinary fare for the double journey. 
Ordinary tickets (except 
weekly season tickets to which Rule A 
governed by Fractions 
Rule C which provides that, in deter- 
mining the amount of the additional 
charge, fractions of Is. are to be charged 
as Is. in the rates for 12 months’ tickets ; 
in the rates for tickets for shorter 
periods fractions of 3d. are to be charged 


as 3d. 


Passenger 


season 


applies) are 


Sleeping Cars on Stranraer Boat 
Trains 

Captain Euan Wallace (Minister of 
fransport) stated on May 8, in response 
to a Question that, in order to ascertain 
the extent of the demand, a third class 
sleeping car is being attached to the 
night trains between Stranraer and 
Euston in each direction for a period of 
one month from Sunday, May 5. If it is 
sufficiently well patronised, it is hoped 
to continue it 


Clyde Steamer Services 

Mr. Robert Gibson (Greenock—Lab. 
on Mav 8, asked the Minister of Trans- 
port what statement he had to make 
regarding sailings in the Firth of Clyde 
during the summer months; and, in 
particular, what arrangements would be 
made for sailings between Greenock and 
Campbeltown 

Captain Wallace \s most of the 
railway-owned passenger steamers on 
the Clyde have been taken over for war 
purposes the companies’ summer ser- 
vices have had to be curtailed and they 
will be unable to run a service to 
Campbeltown Owing to the small 
amount of traffic the Clyde & Campbel- 
town Shipping Company has discon- 
tinued its service except for two small 
cargo steamers. Passengers to Campbel 
town can, however, use the daily service 
by MacBrayne's steamer to Tarbert and 
proceed thence by bus to Campbeltown 
War Organisation 

Mr. Ellis Smith (Stoke Lab. on 
May 8, asked the Minister of Transport 
1) whether he could make a statement 
on what action was being taken to pre 
pare a comprehensive scheme of national 
and local transport to meet the needs 
that might arise at any time; 2 
whether he could now make a statement 
on the steps that had been taken, or 
were proposed, in order to increase the 
use made of the canals and waterways 
of the country and (3) whether he had 
considered the relief that could be made 
on the volume of traffic carried by the 
railways by the organisation of mort 
water-borne traffic from Manchester 
Whitehaven, and other places fo the 
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south by the Irish Sea and, if so, wit 
what result 

Captain Wallace: As part of the y 
organisation of the Ministry of Trai 
port, arrangements have been made { 
the rapid transfer of road vehicles, 
less than railway rolling stock, to a1 
part of the country where spec 
emergency needs may arise. Discu 
sions have recently taken place with t 
Road lransport (Defence Advisor 
Committee in order to see whether t!] 
arrangements for the operation of ro 
vehicles in an emergency can 
improved. With a view to ensuring 
the fullest extent the efficient organis 
tion of all transport facilities in time « 
war (including coastwise shipping 
have asked the Transport Advisor 
Council to make a further examinatio1 
of the arrangements already made. 
am hoping to receive the report at a1 
early date. 

Children’s Half Fares 

Mr. J. Parker (Romford—Lab 
May 9, asked the Minister of Transport 
whether he was aware that the maxi 
mum salary allowed to children ovet 
16 vears of age to qualify for halt 
fare was 18s. a week; that this figur 
had remained unchanged for many 
years, despite many increases in fares 
and whether he would consider raising 
it now to 25s., in view of the increas« 
in the cost of living and the high per 
centage of weekly earnings children 
paid out in fares, amounting to nearly 
50 per cent. in some cases. 

Captain Wallace, in a written reply 
stated I am consulting the Railway 
Executive Committee on this matte 
and will communicate with the hon 
member as soon as I have considered 
its reply. 








Forthcoming Meetings 


May 23 (Thu The Forestal Land, 
Timber and Railways Co. Ltd. 
(Ordinary general), River Plate House 
Finsbury Circus, E.C., at 12 noon 

June 12 (Wed Chemin de Fer de 
Charleroi a la Frontiere de France. 
(Ordinary general), at the offices of the 
comp iny, Cherleroi, «t 12.15 p.m. 





Forthcoming Events 
Mav 18 (Sat. 
Manchester- 


Bangor; 3.15 p.m 


Wavy Institution 
it Railway Inst., 
Proposals for formation 

‘Experimental track 


work on the L.M.S.R.,” by Mr. N. W. 





May 23 (Thurs.).--Model Railway Club, at 
St. John’s Schools, Tottenham Court Road, 
London, W.1, 7.30 p.m. “The past 40 
years in retrospect,’’ by Mr. Charles E. Lee. 

May 24 (Fri Past and Present Crewe Pupils 
and Premium Apprentices at Oddenino’s 
Hotel, Regent Street, London, W.1, 7.15 
for 7.45 p.m. Annual dinner. Chairman, 
Sir Nigel Gresley. 

May 25 (Sat. Permanent Wav Institution 
(Manchester-Liverpool). Inspection of 
carriage repair shop and main sub-station, 
Birkenhead and Manor Road. 

June 11 (Tues Institution of Civil Engineers, 
Great George Street, London, $.W.1, 5.30 
p.m. Annual general meeting. 

June 15 (Sat.).—Permanent Way Institution 
(Manchester-Liverpool), at Southport. 
‘ Oxygen cutting,” by Mr. R. E. Dore. 
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RAILWAY AND OTHER REPORTS 


Bengal-Nagpur Railway Co. Ltd. 
\n interim half-yearly dividend is 
lared for the year ended March 31, 
940, at the rate of 5s. on £100 ordinary 
k, making, together with the guaran- 
| interest of £1 15s., a distribution of 
£100 ordinary stock, less tax. 


Baltimore & Ohio Railroad Com- 
any. Che report tor the year 1939 
ws railway operating expenses at 
61,030,252, an increase of $26,307,922 
and railway opera- 

expenses at $119,901,075, an ad- 
e of $14,917,054 or 14-21 per cent 
Vet railway operating revenue Was 
$41,129,177, a rise of $11,390,868 or 
$:30 per cent. Net income available 

r fixed charges was $30,172,664, an 
icrease of $11,112,911 or 58-31. After 
ebiting all interest charges there is a 
leficit of $1,622,207, which compared 

th $13,124,530 for the previous 


> 


19-53 per cent 


New York, Chicago & St. Louis 
Railroad Company.—Total operating 
venues for the year 1939 were 
$43,175,402, an increase of $6,794,170 
18-67 per cent. over the previous 
ar operating expenses were 
$28,559,574, an advance of $2,533,716 
9-74 per cent. The operating ratio 
as 66-15 per cent., against 71-54 per 
nt. for 1938. Net operating revenue 
is $14,615,827, a gain of $4,260,454 
$1-14 per cent. Net income after 
eeting fixed charges, tax accruals and 
ther items was $3,371,202, an increase 
f $4,430,705. The credit balance 
transferred to profit and loss was 
$33,689,477 and the balance at credit 
of profit and loss was raised to 
$33,021,884. 


Chesapeake & Ohio Railway Com- 
pany.—Total operating revenues for 
the vear 1939 were $118,722,054 or 
$12,345,571 (11-61 per cent.) more than 
or 1938. Operating expenses were 
$68,859,621, an increase of $64,446,020 
The operating ratio 
against 60-58 per 


6-85 per cent 
vas 58 per cent 
ent Net operating revenue was 
$49,862,432, an increase of $7,931,970 
18-92 per cent.). Net income, after 
neeting tax accruals and fixed charges, 
as $27,342,711, a rise of $6,659,878 
or 32-20 per cent. \fter applving 
$1,131,142 (an increase of $649,959 or 
130-76 per cent.) to sinking and other 
I rve tunds, the balance transferred to 
profit and loss is $26,211,568, a rise of 
$6,018,918 or 29-81 per cent. \fter 
meeting $20,710,762 of dividend pay- 
ments, the total at credit of profit and 
loss is raised to $166,650,475. 


Bombay Port Trust.— The report of 
the administration for 1938-39 shows 
that receipts were Rs. 238-18 lakhs and 

xpenditure was Rs. 233-07 lakhs. The 
ratio of working expenses to revenue was 
51-95 per cent. as against 48-15 per 
cent. in the previous year. Details of 
the railway department show that 


during the year 325 tr op and passenger 
trains were run to and from the Ballard 
Pier station and Alexandra Dock, com 
pared with 356 in the preceding vear. 
Merchandise railed direct into the docks 
(exclusive of military traffic) aggregated 
413,000 tons, a decrease of 16,000 
Potal receipts of the department were 
Rs. 20,58,125 compared with Ks 
21,35,686 for the previous year. Freight 
vielded Rs. 6,03,403, a 
Rs. 56,951 and terminal charges brought 
in Ks. 13,49,260 or Rs. 47,040 less: 
there was an increase of Rs. 13,408 to 
Rs. 1,05,462 in revenue from othe1 
sources. Revenue expenditure was 
Rs. 12,14,831, an increase of Rs. 17,302. 


decrease of 


Hants & Dorset Motor Services 
Limited.—The directors of this sub- 
sidiary of Tilling & British Automobile 
Traction Limited and the Southern Rail- 
way Company recommend a final divi- 
dend of 5} per cent., making 9} per cent. 
tax free for the year to March 31 last, 


compared with 10 per cent. tax free for 


the previous year. 


Beyer, Peacock & Co. Ltd. 
Trading balance, after provision for 
contingencies, for the vear 1939, was 
£74,195 which compares with /81,444. 


The net profit, after meeting bank 
interest £6,160 (£10,777), directors’ 
fees, etc., £4,453 (£3,253), debenture 


interest £5,726 (same), and depreciation 
£11,000 (£10,650) is £52,519 (£51,074) 
subject to E.P.T. With £1,925 brought 
in, the amount to be carried forward is 
£54,444. The directors state that the 
normal trading methods of the com- 
pany have had to suffer severe revision 
as a result of the outbreak of war. 
Prior to September orders for loco 
motives had shown a satisfactory in- 
crease and at the close of the vear the 
company's order book stood at the 
highest figure for many vears. The 
policy of Government interest in and 
control of export trade overrides all 
other considerations affecting our normal 
products and any view of the future 
must necessarily be subject to the 
course of the war and the nature and 
extent of Government control of in 
dustrv. The factories at Gorton and 
Leiston are now operating on the 
basis of a higher percentage of direct 
Government work, and subject to ade 
quate supplies of materials and skilled 


labour both’ factories should show 
sharply increased productivity The 
physical assets have been adequately 
maintained during the vear. \s was 


forecast in the Directors’ Report last 
vear, the Richard Garrett Engineering 
Works Limited made such further pro- 
gress as warranted the payment of a 
first dividend in respect of the year 
ended June 30, 1939. 
maintained and an interim dividend was 
received for the half-year to Decem- 
ber 31, 1939. The company is respon- 
sible for Excess Profits Tax in respect 
of its subsidiary. As the financial year 
of the subsidiary does not end until 


Progress has been 


June 30, 1940, the total liability on 
this account cannot yet be computed. 
Representations for a modification of the 
basis have been made to the Govern- 
ment owing to undue hardship in the 
locomotive industry. 


Scammell Lorries Limited.—The 
directors recommend a_ dividend of 
10 per cent. for the year 1939, the same 
as fer 1938. 


George Spencer Moulton & Co. 
Ltd.—The directors recommend a divi- 
dend of 23 per cent. for the year 1939, 
which compares with 5 per cent. for 


1.j)22 


Kitchen & Wade Limited.—The 
directors recommend a final dividend of 
12} per cent. and a cash bonus of 20 per 
cent., making a total of 45 per cent. on 
the enlarged capital of £150,000 for 
the vear to March 31, 1940, which 
compares with a total of 55 per cent. 
for the previous year on the £125,000 
of capital then ranking. Net profit is 
£92,336 (against £95,508) and includes 
that (£28,525) of subsidiary, Domerod 
Shapers Limited. 


Babcock & Wilcox Limited. 
Manufacturing profit, less depreciation, 
in the year 1939 amounted to £880,647, 
compared with £829,641 for 1938, and 
the gross profit rose from £944,038 to 
(992.424. After meeting routine charges, 
(30,380 for staff pensions, £25,000 for 
possible fall in stock value, and writing 
off £124,936 balances owing from enemy 
and enemy-oce upied territories, there is 
a net profit of £756,663, against 
(848.694 for 1938. Provision for taxa- 
tion takes £275,000, compared with 
(260,830. The final dividend recom- 
mended on the ordinary shares is again 
6 per cent., making 10 per cent. for the 
year, the same as for 1938, and there is 
to be a bonus of 1 per cent. (against 
23 per cent.) leaving £100,850 to be 
carried forward compared with £107,102 
brought in. New business in home and 
export markets was again at a record 
high level. 


Stewarts and Lloyds Limited. 
\ net profit of £1,213,740 1s shown for 
the vear 1939, or £117,494 less than 
the high record of 1938. The 1939 
figure is arrived at after making pro- 
vision for Excess Profits Tax, A.R.P. 
expenditure, N.D.C., income tax, and 
During the year the 


at preciation. 
issued capital 


company acquired the 
of the Stanton Ironworks and the profit 
includes the proportion of earnings of 
the subsidiaries and an interim divi- 
dend of 10°per cent. on the ordinary 
stock of the Stanton Company, the 
current financial year of which ended 
on March 31. The dividend on the 
deferred stock is maintained at 12} per 
cent., less tax, but is payable on a 
capital of £7,779,720, against £5,880,366. 
Total dividend requirements in 1939 
have been £801,475, compared with 
{696,849, a sum of £500,000 is reserved 
for contingencies, and the amount to 
be carried forward is £181,809, against 
£179,544 brought in. 
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trians killed numbered 192 last month 

NOTES AND NEWS against 154 in April, 1939; of thes 

63 (against 129) were during the hour 

Hillman Airways’ Limited.—At same attitude of rejection. In view of of darkness and 149 (against 115 





an extraordinary general meeting of the present financial position of the were on roads subject to a speed limit 
Hillman Airways Limited, held on railway, the board could not see its In other sections declines neral 
May 2, a special resolution was passed way to erant the men greater relief, were shown as compared with the 
that the company be wound up volun- demanded on grounds of rising cost of vious month, although pillion passenger | 
tarily and that Mr. Noel Coombé, of living due to the war. were unchanged at 10 in each m 
Eldon Street, London, Chartered Ac- and pedal cyclists under fiftee1 
countant, be appointed liquidator. British Acetylene Association. of age numbered 15 killed in Api 
The 39th annual luncheon of the British against 11 in March. 


B.S.S. for Metal Arc Welding of Acetylene Asscciation was held at the 
Steel Structures.—The revision of Grosvenor Hotel, London, on May 2. = 




















B.S. 538 has brought the standard Major C. P. N. Raikes presided, and in 
nto line with the conditions issued by the course of his speech said that the ca2 7 ~ 
; 2 € ré 
the London County Council under which products of the industry were more uni- British and Irish Railway 
welding would be permitted in London versally in demand than ever and it was Stocks and Shares 
Copies may be had from the British a great tribute to the welding industry 
Standards Institution, 28, Victoria that its products were more generally a 
Street, London, S.W.1, price 2s. 2d required in every branch of engineering “a os sis | 
ost Y ana ler pr asa ores oo oo | 
| fre than any other product. itwa 1 great a £m 3m i 
credit to the welding industry that it =~ a eh * 
Euphrates Floods Threaten had not been found wanting. So far 1940 
Baghdad.—Messages from Ankara re is Oxvgen was concerned there were no 
port that Baghdad is seriously threa raw materials which had to be obtained G.W.R. 
ened by floods from the River Eu and no special licences either. On the Cons. Ord. . is 2 th 
, 5% C Pref 2 2 
phrates, which have broken dykes, cut acetylene side of the business big stecks 5°, Red. Pref. (1950) 98 83 
the desert road to Damascus, and had been built up which were now of 4% cn . oe an 
. 4;' eb. ‘ ; 
destroved a larg tivated < : . e cre v4 , H 7 * 
| roved a large cultivated area Phe the greatest value. 44°. Deb. 110 99 
Regent and Prime Minister of Iraq 5°, Deb. 121 10942 
r — — . 40 » 1 4 
ire superintending rescue parties and North China Rolling Stock. 24 (4 em a f+ 
the evacuation of the peasants Messages from Peiping state that a 5°, Cons. Guar. o | O08 9643 
new firm, known as the North China L.MS.R. 
Agreed Charges. Notice is given Railway Rolling Stock ¢ ompany 1s Ord. .. me : 17 _ 18 
. ‘ 1 454 
that applications have been made to being formed with a _= capital of ; ; — — e Pet 4 s7i 
the Railway Rates Tribunal under Y. 30,000,000 roughly £13 millions ; 5°, Red. Pref. (1955) 83 585 92 
Section 37 of the Road & Rail Traffic ts shares are expected to be divided 4/0 De>- a 
On I/ tn AOad ¢ \c Its shares a exper € ( ae 5°, Red. Deb. (1982) 109 1014 107 
\ct, 1933 for its approval of 84 agreed between the North China Transport 4%, Guar... 873 73 874 2 
charges These applications may be Company and the rolling stock builders. L.N.E.R. 
inspected in London at the District The former company is expected to ofter 5°, Pref. Ord. 53 33 5 
> > ic f Pes : : 2% 
Goods Manager 's Office, L M.S.R., Broad its works at Tsingtao and Shanhaikwan De Fag 3a ps 43! 
Street station, E.C.2, and not at the as capital, and the Continental Machin- 4°, Second Pref | = a 16 
e ree . o 9 
R uulway Clearing House Notices of — ery Manufacturing Company its Tientsin ro ao - etl 55) 784 60 LF 
objection must be filed on or before plant, now under construction ; other 4°,, Second Guar. 68; 47 674 4 
M ay ; : nite ash. The 3°, Deb aes -| 74 | 357 673 5 
May 31 companies may contribute in cash. 1 4°. Deb aie 7% 931 3 
concern will be engaged chiefly in repair 5°, Red. Deb. (1947) 10642 = 1044 
The Irish Railway Wages Dis- and assembly work at first, but hope s to — Fund 1043 6 102; 
pute.—On May 3 the Irish Railway construct locomotives and stock later. 
Wages Board decided that about 9,000 wee ae Se ee 
nployees of the Great Southern Rail Road Accidents in April.—The Def. Ord. 194 7 174 5 
naan a ; " e . oO e vers of persons re- 5% Pref. 100 76 983 2 
ways should receiy ea bonus at th return of the number Mf per on r¢ 30° Red. Pref. (1964) 102% 94 102 
ite of 2s. 6d. a week as from April 29 ported to have died in Great Britain 5°. Guar. Pref. 1164 103 113 
Dublin members of the N.U.R., how during April as the result of road 5% Red. Guar. Pref. 112% 027 109 
ver, rejected this decision as unaccept accidents shows a total of 451. This 4°,, Deb. ra + | 103 914 1023 
hl. ‘ - d ons othe ompares 512 ril 939. ; 5%, Deb. - : 1184 1095 1223 
ibl There are indication that the compat! with 514 in \pril, 1939, and 46° Red: Deb. (1962 106 98° i042 
branches and unions also will adopt the with 496 in March last. \dult pedes- 67) 
4°, Red. Deb. (1970 102 6 1044 
80) 
~~ FORTH BRIDGE 
4", Deb . ° 981 81 92; 
. r , ~~ 7 
[rish Traffic Returns 4% Guar, 98 BO 924 
L.P.T.B. 
4% A” 15 103 1104 
Totals for 18th Week Totals to Date rH e. re . a oot 10s! 
IRELAND 5% “B” + ITE 1021094 
1940 1939 Inc. or Dec 1940 1939 Inc. or Dec. © ' -| & se 
MERSEY 
Ord. ... 2442 «174 254 
£ £ £ £ £ £ 4% Perp. Deb 93% 882 91 
Belfast & C.D pass 2,580 1,917 |4 663 40,731 32,520 | + 8,211 3°.,, Perp. Deb. , 77 654 654 
(80 miles) goods 528 511 |4 17 8,629 7,782 | + 847 3°, Perp. Pref. | §5 494 544 
total 3,108 2,428 + 680 49,360 40,302 + 9,058 
IRELAND 
Great Northern pass 11,000 9,300 1,700 178,400 160,200 + 18,200 BELFAST & C.D. 
(543 miles) goods 12,650 10,600 2,050 206,800 183,550 | + 23,250 Ord. ; 6 3 4 
total 23,650 19,900 + 3,750 385,200 343,750 + 41,450 
: G. NORTHERN 
Great Southern pass 35,584 36,011 427 543,610 539,278 |+ 4,332 Grd: -..- ua fs 6 24 4 
(2,076 miles) goods 51,395 48,805 | -+ 2,590 795,320 755,304 |+ 40,016 
total 86,979 84,816 (+ 2,163 1,338,930 1,294,582 | 4+ 44,348 G. SOUTHERN 
a, ee : moon 134 S 92 = 
L.M.S.R. (N.C.C.) pass. 5,200 3,320 1.880 79,030 59,580 |+ 19,459 Pref. ... ane oie 26 10 224 
(271 miles) goods 4,420 2,950 1,470 62,310 52,970 |+ 9,349 Guar. we + | 404 22 29 $ 
total 9,620 6,270 3,350 141,340 112,550 | + 28,799 eo et ad 57 453 Sit 4 





XUM 





May 17, 1940 


3uenos Ayres Western Railway Limited 








of the Buen yres Western Railway 
I tive n hat the Register of 
S kt rs of th iny will be closed 
the h Ma the 23rd May 
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Buenos Ayres Great Southern Railway 
Company Limited 


of the Buenos Ayres Great S$ 
mpany Limited, hereby give 


suthern 


4 eae Directors 
Railway ¢ notice 
that the Register of Stockholae f the 


16th May 


Debenture kl 
Phursday the 
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OFFICIAL ADVERTISEMENTS 


ADVERTISEMENTS 


intended foi 


CO! FICIAL 








I will be clos ~—“ : Bezels insertion on this page should be sent in 

By O of the Board to Th ; . gy bog Pier oe th ne igi is early in the week as | sa Mg he latest time 

N. F. E. GREY ; ne FI GREY for receiving official advertisements for this page 

Secretary ° a for the current week’s issue is noon on Wednesday. 

H River Pl Ho \ll_ advertisements should be addressed to :—The 

us insburv Circus Railway Gazette, 33, Tothill Street, Westminster, 
cus, or London, S.W.1. 

1940 Sth M 1940 
P CONTRACTS AND TENDERS Under the Control of Iron & Steel 


Canadian National Railways have 


rders for further rolling stock 
t war traffic conditions, compris- 

150 convertible ballast wagons and 
ul-and-express cars, with the 

in Car & Foundry Co. Ltd., and 


> baggage cars with the National 
t Car Corporation 
dlaw, Drew & Co. Ltd., of Edin- 
ren has received an order for one 
oil-firing equipment for a 2-6-41 


tive on the Portuguese Railways 


lhe South Indian Railway has placed 
llowing orders, to the inspection 
\lessrs. Robert White & Partners 


& Co. Ltd 11 copper tube 


plates, 
flat plates, and 3} ecwt. of 


copper 


ymotive Co. Ltd. : 

kk rack locomotives. 

Edward & William Lucas Limited 720 
motive fire shovels and 2,300 platelayers’ 


North British Loc« 8 pairs 





he Indian Stores Department has 
iced the following orders 
Jessop & Co. Ltd., Calcutta: 500 screw 
plings for carriages and wagons. 
| x Co. Ltd., India: 500 buffer cases ; 
80 buffers (complete 
| S s Locomotive Works : Locomotive spar 
fata Iron & Steel Co. Ltd 1,300 tons of 


1 steel rounds 


\lfred Herbert (India) Limited: rurret 
thes and screwing machines 
Consolidated Pneumatic Fool Co. Ltd.: 
+ lifting and traversing jacks. 
The Madras & Southern Mahratta 


Railway has placed the following orders, 
» the inspection of Messrs. Rendel, 
Palmer & Tritton 
Craven's Railway Carr. 
107 pairs of metre-gauge wheels 


iges and wagons. 


& Wagon Co. Ltd. : 
and axles for 


John Baker & Bessemer Limited: 58 dis« 
heel centres. 

lhe South African Railways are 
enquiring for bed sheets and_ pillow 
slips. No. 2665; June 7; D.O.T. No. 
18972 /40. 

The Egyptian State Railways are 
«nquiring for the following items : 

$00 tons of mild steel rounds (No. 301.G. 
8/195; June 5). 

2,000 ft. of weldless cold drawn steel tube 
No. 317.G.8)116) 

18 tons of mild steel hexagonal bar (No. 
1.597). 

Fou ‘ #& -in. copper plates (No 6.399). 

75 « s. axleboxes and 905 springs (No. 21.1190). 

The Chief Inspecting Officer is at 


41, Tothill Street, London, S.W.1. 
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The 
have | 
(at £1 
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Victerian Government Railways 
laced orders for telephone cables 
81 a mile) with British Insulated 
Limited, and _ for 6,600-volt 
£431 a mile) with Siemens 
Proprietary Limited. 


¥ ible S 
cable (at 
(Australia) 


(No. 7) (Scrap) Order, 1940, Direction 
(No. 3), the Ministry of Supply has 
increased the maximum prices for scrap 


iron and steel by amounts varying 
from 6d. to 1s. 6d. a ton, in order to 
compensate sellers for the increase in 


railway rates. 








Kicking Horse Spiral Tunnels Realignment, C.P.R. 


In the course of an article entitled 
The Why of Line Improvements,” 
by Mr. R. Mudge, Assistant Engineer 


of Track, Canadian Pacific Railway, 
published in the Staff Bulletin of that 
railway, an instructive description is 
given of the famous spiral tunnels 
realignment in the Kicking Horse valley 
section of that Prior to 1908 
the ruling gradient between Hector and 
Field was 4-5 per cent. (1 in 22), where 
as since the realignment then completed 
it has been 2-2 per cent. (1 in 45 
compensated for curvature. 

Incidentally, the author explains that 
a compensated gradient is one reduced 
by an amount which represents the 
equivalent grade resistance of curvature. 
A 1 in 45 or 2-2 per cent. grade rises 
2-2 ft. in every 100 ft. length on the 
straight and, compensated for curva- 
ture, progressively less as the curvature 
increases, with the combined grade and 
curvature resistance equal to the resist- 
ance of grade only on the straight. 

The power required to handle a given 
amount of traffic on the realignment is 
only 36 per cent. of that required for 
moving the same traffic on the original 
line. But this result was obtained only 
by adding over four miles to the length 
of the line on very difficult hillsides, and 
by constructing two spiral tunnels. 


system 


Descending towards Field from Wapta 
lake, the line runs westwards to No. 1 
tunnel, in which it turns through 291 
deg. as it falls 54 ft It then runs in 
an easterly direction to No. 2 tunnel in 
which it turns through 217 deg. while 
falling 50 ft., thereafter resuming its 
westerly direction. The tunnels are: 
No. 1 3,255 ft. and No. 2 2,922 ft. in 
length, and each is on an actual grade 
of 1-6 per cent. (1 in 624) or 1 in 45 
compensated for the same curvature 
in each instance, namely 10 deg. or 
573-ft. or roughly 9-ch. radius. The 
difference between the actual, 1-6, and 
compensated grade, 2-2, is 0-6 per 
cent. for these 10-deg. curves, so that 
the rate of compensation is 0-06 per 
cent. of the gradient per degree of 
curvature. It may be desirable to 
explain to readers in this country that 
a 10-deg. curve is one in which a 100-ft. 
segment of its circumference is subtended 
by an angle of 10 deg. atitscentre. In 
other words :— 

60 2a7R 
D L 
the curve in feet, D is the angle at the centre, and L 


In a circle * where R is the radius of 


the length of the segment it subtend:. IfL 10C fc., 
60 2aR 26,000 D°.R D°R 
4 ’ cr Ly 
— s oe “ae 
5,732. Usually R is taken as D> feet. 


A 10-deg. curve thus has a radius of 
S73 tt. 
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Railway Stock Market 
As was to be expected, sentiment in provement, Reduced prices have also since reacted to 433, which would appe 
the stock and share markets has been ruled this week for debenture and other to be an unduly low level. The secor 
dominated by the rapid acceleration of prior-charge stocks, but in most instances preference was 16, compared with 19 
the war Although no heavy selling was there was little liquidation, and, in fact, week ego. As to the guaranteed stocl 
reported, the volume of business fell to most of the debentures are not easy to the firsts moved down from 82 to 783 ai 
t minimum in all markets, and security obtain in any amount at around prices the seconds from 71} to 673. L.N.E.1 
values were marked down sharply as a indicated by current quotations. Stocks 3 per cent. debentures were 673, cor 
precaution Searing in mind prevailing of the guaranteed and senior preference pared with 72 a week ago, and the 4 pe 
condition the undertone in British class now offer very attractive vields, and cent. debentures went back from 95} 
Government stocks was considered very in son instances would appear to be 91}. 
itisfactory, and later the reduced price considerably undervalued A downward movement from 2 
ittracted buyers It is realised that for On balance, Southern deferred has de to 17} was shown in L.M.S.R. ordit 
the time being the general trend on the clined further from 192 to 17, and the the senior preference reacted from 64 
Stock Exchange must be expected to br preferred stock lost four points to 66. 58; anc the 1923 preference from 52 
governed by the nature of the war news Phe general belief in the market con 46}. The 5 per cent. debentures remai 
Home railway securities reflected the sur tinues to be that the preferred stock will at 107, but it is doubtful if the quotat 
rounding market tendency, and selling of not be affected by the wartime limitation was adequately tested by business 
the junior stocks was in evidence Many of dividend ind will, therefore, receive $f per cent. debentures at 98} showed 
investol purchased at the lower levels its full 5 per cent Southern 5 per cent loss of two points, and the guarant 
ruling earlier in the year, and now that preference was 973, compared with 101 a stock was 87}, compared with 90 a wi 
the junior stocks come under the regula week ago, and the 4 per cent. debentures igo. Londen Transport “4 
tions governing wartime dividends, it is 102, compared with 1033, but the guaran point lower at 423. 
perhaps not surprising there is a dispos tecd stock at 112} was only fractionally Since the foregoing weekly review 
tion to take profit On the other hand lower written, a sharp decline occurred and 
t should not be overlooked that, based on Great Western ordinar\ reflected Thursday morning several stocks wer 
the probable dividend rates for the cur the prevailing trend with a decline from their lowest points for the current 
rent year, vields on the junior stocks ar 44) to 39, while the 5 per cent. prefer- Of the junior issues Great Western 
ittractive und moreover, railway securi ence went back from 101 to 973, and the n ry w.s 35, I..M.S.R. ordinzrv w s 16 
ties will naturally be expected to show $ per cent. debentures were two points L.N.E.R. preferred was 4} and the 
recovery when the prevailing trend on the lown at 1023 Of the L.N.E.R. issues, preference 1-4 ind = Southerr 
Stock Exchange undergoes sustained im the first preference, 51 a week ago, has was 15. 
Traffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Cralte tow Wheels 2 Aggregate Traffics to Date Prices 
Miles 4 
Week Shares E 
Railways open Endin s Totals or % ¥ a 
1939-40 8 Inc. or Dec 3° Increase or of od ~ + S 
Total piri e D Stock im ra mn Ue 
this year with 1939 > This Year Last Year ee = ties = E “2 
t £ £ £ é I 
Antofagasta (Chili) & Bolivia 834 5.5.40 9,810 1,560 {8 342,000 246,350 + 95,650 Ord. Stk. 103 44 104 Nil 
| Argentine North Eastern 753 4.5.40 ps. 161,500 — ps.29,700 45 ps. 6,666,200 ps. 6,975,800 — ps. 309,600 ca 44 2 34 —sNil 
[a 174 Api. 1940 4.650 1000 17 16,240 15,350 890 6p.c.Deb. 7} 53 7 Ni 
j Brazil ‘ ; Bonds. 53 44 7 Nil 
Buenos Ayres & Pacific 2,801 4.5.40  ps.1,425,000 ps.!78,000 45 ps.61.709,000 ps.63,936,000 ps. 2,227,000 Ord. Stk. 5+ 2 3 Ni 
| Buenos Aires Central 190 —«-23.3.40 $69,000 $12,400 39 $3,782,900 $3,976,600 $193,700 Mt.Deb. 14 8 134 Nil 
| Buenos Ayres Gt. Southern 5,082 4.5.40 ps.2,187,000 ps.197,000 45 ps.104,859,000 ps. 104,710,00G + ps. 140,000 Ord. Stk. 13 44 7 N 
Buenos Ayres Western 1,930 4.5.40 ps. 683,000 ps. 85,000 45 ps.35,038,000 ps. 33,188,000 + ps. 1,850,000 a 10} a 5 N 
« | Central Argentine 3,700 4.5.40 ps. 1,603,000 ps.400,750 45 ps.77,985,950 ps. 85,233,800 —ps. 7,247,850 “a 1g 4 6 Ni 
S . - : - Dfd 4 it 4 Ni 
3 | Cent. Uruguay of M. Video 972 4.5.40 26,503 4 8.01! 45 945,576 826,258 + 119,318 Ord. Stk 4 Re 3; ~—sONil 
Costa Rica 188 Mar. 1940 22,121 1,348 40 158,217 200,680 42,463 Stk 244 18 22 % 
< | Gerads 70 Api. 1940 11,600 300 17 46,100 52.300 6.200 I Mrt.Db. 1044 102 1024 55 
£ | Entre Rios 810 4.5.40 ps. 226,890 ps.14,900 45 ps.1!0.477,500 ps.11,209,200 — ps 731.700 Ord. Stk. 6 3 34 Ni 
=< Great Western of Brazil! 1,016 4.5 40 7,590 + 206 +='8 219,100 185,200 + 33,900 Ord. Sh 3 1/24 +; N 
Pe International of Cl. Amer 794 Mar. 1949 $591,812 $60,622 13 $1,762,134 $1,750,144 4 $11,990 
Interoceanic of Mexico - Ist Pref 7id. 74d. $ Nil 
« La Guaira & Caracas 223 Api. 1940 6,049 160 17 28,015 21,700 + 6,315 Stk 7 64 64 Ni 
© | Leopoldina 1,918 4.5.40 18,165 2,809 I8 393,659 352,730 + 40,929 Ord. Stk. 24 $ 12 Nil! 
3 | Mexican 483 2.3.40 $317,100 $1,400 I! $3,651,600 $3,578,300 + $73,300 i 13 ri ; Ni 
” | Midland of Uruguay 319 Mar. 1940 12,567 3,360 40 93,700 83,075 + 10,625 wo 2 4 3 Nil 
| Nitrate 386 30.4.40 9,063 + 3.710 17 65,025 43,471 + 21,552 Ord. Sh. 24 I} 24 5% 
| Paraguay Central 274 4.5.40 $3,371,000 $213,000 45 $140,714,000 $137,017,000 + $3,697,000 Pr.Li.Stk. 45} 36 40 15 
| Peruvian Corporation 1,059 Apl. 1940 73,832 12,347 44 680,483 670,650 9,833 Pref. I oad 3 Nil 
} Salvador 100 13.4.40 +24.024 4,574 42 832,101 882,139 ¢50,038 Pr.Li. Db. 194 16 15 Nil 
| San Paulo 1534 5.5.40 39,302 9,200 18 607,964 536,807 + 71,157 Ord. Stk 38 29 444 53 
Taltal 160 Mar. 1940 3,005 730 40 23,135 27,530 — 4,395 Ord. Sh. i 6/6 i = ok 
United of Havana 1,353 4.5.40 31,337 1,948 45 1,085,010 1,063,041 21,969 Ord. Stk 2 4 I Ni 
Uruguay Northern 73 Mar. 1940 1,411 553 40 9,950 9,104 + 846 Deb. Stk. 2 2 2 Nil 
= ( Canadian Nationa 23,695 7.5.40 913,749 + 210,515 {8 15,121,805 11,833,182 + 3,288,622 - 
; Canadian Northern - _ 4 p.c. Perp.Dbs. 742 60 763 53 
. Grand Trunk 4p.c.Gar. 100} 76 984 4u% 
U | Canadian Pacific 17,162 7.5.40 628,000 127,600 18 10,164,400 8,392,200 + 1,772,200 Ord. Stk 73 34 84 Nil 
Assam Bengal 1,329 10.4.40 45,345 4+ 3,38C 2 45,345 41,965 + 3,380 Ord. Stk 764 60 794 33 
| Barsi Light 202 20.4.40 7,432 3,322 3 10,470 6,840 3,630 Ord.Sh. 56} 504 424 84 
Bengal & North Western 2,096 20.4.40 97,021 19,769 3 183,612 152,352 31,260 Ord. Stk 277 2294 277 53 
= Bengal Dooars & Extension 161 20.4.40 3,225 901 3 6,846 5,015 1,831 a 91 845 215 3 
© { Bengal-Nagpur : 3,267 10.4.40 244.875 23,314 2 244,875 221,561 4 23,314 se 943 83 954 4% 
© | Bombay, Baroda & Cl. India 2,986 30.4.40 298,725 30,600 4 859,425 793,425 + 66,000 “i 108 90 1073 St 
| Madras & Southern Mahratta 2,967 20.4.40 182,250 4,026 3 368,550 353,943 + 14,607 ae 1044 92 1014 St 
} Rohilkund & Kumaon 571 20.4.40 21,523 5.776 3 45,281 32,182 13,099 = 280 263 280 SH 
South Indian 2,5314 10.4.40 112,798 6,032 2 112,798 118,830 6,032 se 1024 88 924 53 
Beira 204 Feb. 1940 64,706 21 358,968 - 
Egyptian Delta 623 10.4.40 5,255 99 2 5,255 5,165 90 Prf. Sh n 4 2 ~=sONil 
» | Kenya & Uganda ‘ 1,625 May 1939 206,557 11,295 21 1,220,870 1,309,332 88,462 
3 | Manila — = B.Deb. 55 39 48574, 
= < Midland of W. Australia 277 Feb. 1940 12,214 2,729 35 102,871 122,176 19,305 Inc. Deb. 914 874 824 4% 
= | Nigerian 1,900 16.3.40 57,965 16,267 Si 2,005,350 2,067,255 61,905 _ . 
“ | Rhodesia 2,4423 Feb. 1940 366,546 21 1,887,026 ~ _ - 
| South Africa 13,288 20.4.40 659,239 10.461 3 1,969,162 1,811,143 + 158,919 - — 
Victoria 4,774 Jan. 1940 989,333 206,698 31 5,827,235 5,516,376 + 310,959 - 


Note. Yields are based on the approximate current prices and are within a fraction of +; 
Argentine traffics are now given in pesos t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend 
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